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An English 14-gun ‘Revenue (utter of 1815 


THESE smart little vessels were used along the English Channel coast for 
the suppression of contraband trade. 

They averaged seventy-five feet in length on the deck and carried a 
crew of two officers and twenty men. 

With their tremendous sail spread they were capable of speed greater 
than any other craft then afloat, and in time of war were used as dispatch 
boats for the Navy. 
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To THOSE unknown craftsmen and mar- 
iners upon whose skill and seamanship 
is founded the progress of ship-building 
through the ages; to the memory of the 
known illustrious designers, master ship- 
wrights and artists of a later day, Pett, 
Shish, Puget; to the projectors and 
builders of the frigates, packets and clip- 
pers of our own era, Humphrey, Griffith, 
and MacKay, and to all lovers of ships, be 
they mariners or landlubbers, this book 
is humbly and affectionately dedicated. 


‘An’ I don’t care if it’s North or South, 
The Trades or the China Sea, 

Shortened down or everything set — 
Close-hauled or running free — 


You paint me a ship as is /ike a ship 
An’ that'll do for me.” 


—C. Fox SmitTH 
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PREFACE 


NAVIGATION by man of the waterways of the earth is be- 
lievably co-eval with his earliest activities. The scientists 
tell us that his life was then nomadic. In the course of his 
migrations in search of food or more congenial conditions 
of climate, he would of necessity have met with bodies of 
water too deep or too wide to be crossed by fording or swim- 
ming. In fishing and in hunting, too, he would employ the 
most primitive form of aquatic conveyance—a floating log. 
As the next step he would naturally join several logs together 
by means of wythes or creeping plants, thus enabling him to 
float dry shod. The difference between this, the simplest 
form of marine construction, the raft, and the greatest ocean 
leviathan of to-day is one of degree only. 

Supported by his log or seated upon his raft, the next 
question was one of propulsion; a paddle of a flattened piece 
of wood was, after hand and foot, the obvious answer. 
Soon the problem demanded the invention of a means of di- 
recting the unwieldy craft; a similar paddle used as a rudder 
was the solution. Immediately the presence of a further 
factor, the effect of the wind upon the floating mass, became 
evident. Paddling with a favouring breeze was manifestly 
easier than with none or against a contrary one. Perhaps, 
originally a bough extending up into the air from the log, 
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or the increased velocity of his raft when an erect position 
thereon offered a greater resistance to the wind, served to 
call attention to the aid offered by such an obstruction. To 
the simple but reasoning mind of the man-animal, such 
assistance could not be disregarded upon the next voyage. 
Ultimately, from the skin of some wild beast, man devised 
his first harness for the wind, a sail. 

Ages before the existence of any pictorial or written evi- 
dence which has survived to our day man had devised and 
developed to a high degree of perfection a fabricated boat 
propelled by both oars and sail. The process, a slow one, 
was one of evolution, a theory as firmly established and as ap- 
plicable to the creatures of the brain of man as man’s brain 
itself. One of the first marine inventions, the paddle, ex- 
hausted the possibilities of that object in certain respects. 
Witness its survival in practically primordial form until to- 
day as the implement best adapted to secure the most satis- 
factory results in the propulsion of primitive narrow water 
craft. Of these the canoe typifies the almost universal per- 
sistence of a boat fashioned from a hollowed-out log sharp- 
ened at both ends. 

But the paddle was susceptible of further development 
under other conditions, namely, where the width of the craft 
provided the means of employing the principle of the lever: 
hence the oar with its oarlock or thole-pin acting as fulcrum. 
And this device by the alteration of the position of the ful- 
crum and of the point of application of the power possessed 
in the form of the paddle wheel and screw propeller, still 
further opportunities for improvement. - Instances of the 
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evolution of various parts of the ship might be multiplied in- 
definitely. But this work is not intended to be either an 
historical or a scientific treatise in the strict acceptance of 
these terms. It will be scientific in the sense that it will 
seek for its foundation ascertainable facts, and historic in 
that it will endeavour to expose the development of certain 
types of sailing craft from the time of their earliest ap- 
pearance in pictorial and written annals to the point of at- 
tainment of their most significant form. How far that will 
be in point of time depends both on the type and on the per- 
sistence of some of their most characteristic features. 

Nor can it hope to tell in full the story of ancient shipping 
—the monumental extent of such an undertaking surpassed 
the untiring research of that profound student of marine 
archeology, August Jal, and in fact surpassed the measure 
of his life. Such a work still remains to be written and will 
require the combined efforts of a group of collaborators 
working for many years. Nor isit to be historical as record- 
ing, to any extent, events or acts occurring to the men who 
trod the decks of the vessels herein to be portrayed. But 
there are events and acts intimately connected with ships 
themselves, events and acts which, had it not been for the 
ships, would never have come to pass. These deeds are 
those which add to the romance of the ship, which fire the 
imagination and quicken the pulses. 

There are many landsmen who love ships with a strange 
devotion, a devotion not peculiar to men who go down to the 
sea in ships, an admiration not depending either on the con- 


struction of hull, the form of rigging and sails, or on the 
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brains and brawn of those who direct the vessels’ paths 
across the great deep. Their love is founded upon some- 
thing more intangible and wonderful. It is to be found 
in that subtle awakening of mental processes, that conscious- 
ness of self-appreciation arising from the realization that the 
object of their affection and interest, the ship, combines all 
the elements of zsthetic fundamentals; that it is in fact in- 
herently a work of art, replete with line, colour, form, atmos- 
phere. And for the perfect setting of this work of art, 
intensifying its beauty and romance, is the ever-present, ever- 
changing mystery of the sea. 


It has been thought best not to try to include in the body 
of the work reproductions of pictorial data and written de- 
scriptions upon which several of the types of vessels herein- 
after depicted have been based. In the case of all types of 
vessels of which no reasonably accurate representation is 
known to exist, each illustration is an attempt to give as 
rational a depiction of such a vessel as it would appear to 
us to-day as is possible from the sources of information at 
hand. In other words, these old ships are presented through 
the eyes of a 20th Century illustrator in the form modern 
research gives them, rejecting the trammels of early conven- 
tion and the naiveté of the ancient contemporary artist. 

The text in nearly every instance has been designed as 
nearly as possible to serve as a commentary upon the illus- 
trations, and to give the reader some idea of the approximate 
dates when such vessels appeared, flourished, became 
obsolete, or disappeared. In many instances it has been 
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possible to give some information as to the derivations of the 
names of the several types of vessels. If the text writer has 
at times departed from this fixed formula and permitted him- 
self to indulge in some (perhaps) justifiable rhapsodizing, 
it must be claimed in extenuation that both he and the artist 
are riding their favourite hobby and that even sea horses are 
at times liable to become skittish. 

The appendix contains some matters which could not be 
conveniently included in the body of text. Their close asso- 
ciation, nevertheless, seemed to render it advisable not to 
omit them from a work of which their romantic and artistic 
qualities admittedly make them a part. It was quite impos- 
sible without unduly enlarging the scope of the work to in- 
clude many engaging and desirable lines of discussion. 

The notes (necessary evils) have also been relegated to a 
limbo as far removed from the text as possible, where they 
may suffer in darkness their penalty unless translated thence 
by the intercession of some compassionate redeemer. 

The author is indebted to several gentlemen whose names 
have been frequently used in this work: To Mr. R. C. An- 
derson, Mr. R. Morton Nance, and Mr. G. C. E. Crone, 
whose contributions to the Mariner’s Mirror, and personal 
assistance on points of doubt, have been of the utmost value; 
thanks are also due to Messrs. L. G. Carr-Laughton, 
H.S. Vaughan, H. H. Brindley, Commander C. N. Robin- 
son, E. Keble Chatterton, Dr. Jules Sottas, and several 
others from whose writings quotations have been made and 
much valuable information obtained. 
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INTRODUCTION 


THE vessels of former times may be roughly classed in 
two main groups: long ships and round ships. The former, 
as their name implies, were all those whose length bore a 
larger proportion to their width than did the round ships. 
The long ships were usually equipped with both oars and 
sails, but some types, like the dromon of the early centuries 
of the Christian era, are said to have been propelled by oars 
alone. Likewise, the round ship, while depending princi- 
pally upon sails for motive power, was often equipped with 
oars as an auxiliary means of propulsion when the wind 
failed or was unfavourable. Necessarily these two classes 
intermingled, some examples partaking somewhat of the 
characteristics of both, so that it is sometimes difficult to 
differentiate between the two. 

The term “nef” was applied quite generally to nearly all 
vessels, although it is probable that when we find the word 
used in medizval times it referred to the larger types of sail- 
ing craft. Carrack was a term usually applied to a large 
vessel. All early nautical terminology is much confused, 
as one may readily observe by consulting the more ancient 
writers on marine subjects. Words employed at one period 
in describing certain types of vessel were applied to quite 
dissimilar vessels at other times, and the same looseness of 
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terminology obtained in the use of similar or identical terms 
in different localities in describing quite dissimilar types of 
craft. The word “galley” may be safely adopted to describe 
that form of long ship chiefly depending upon oars but 
equipped with sail as an auxiliary means of propulsion. 
This type is however frequently alluded to as a “ship,” a term 
in its technical sense restricted to-day to designate a vessel 
having three or more masts, upon all of which square sails 
are carried. 

Many other names were used to designate vessels of the 
galley type, such as the words “serpent” and “dragon” in 
northern Europe, while in the enclosed seas of the south in 
early times, bireme, trireme, etc., were the names applied to 
the larger vessels of this class. Examples could be multi- 
plied. 

Too much caution cannot be observed in placing de- 
pendence upon either the ancient marine pictures or the 
early writings on naval subjects. Few of either the artists 
or writers of those days were seamen or even reasonably well 
versed in marine matters. Besides being ignorant, the 
ancient writer was always prone to exaggerate. As for the 
artists, one is inclined to think that, according to their 
lights, most of them drew approximately what they actually 
saw, as they saw it, for it may be safely asserted that the minds 
of the men of antiquity and of the Renaissance period did not 
react to the stimuli of impressions and sensations received 
from the objective world exactly as our minds react to them 
to-day. Many of their representations of round ships may 
seem to us bizarre. There is, nevertheless, a substantial 
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agreement in most of their depictions of these vessels. The 
marked differentiation of that class from the galley, when 
both these classes appear in the same ancient picture, leads 
to the inevitable conclusion that the old-time draughtsmen 
could not have seen correctly as to the galley and misrepre- 
sented the form of the round ship. Because the galleys 
as there shown agree in form to the galleys of a much later 
date, and we know that in this class of vessel there was little 
change during many centuries. 

It is unfortunate that on an important occasion naval 
archeologists of two Romance countries should have com- 
mitted an unfortunate mistake. And this in the face of 
indisputable evidence as to the facts. 

The result has been that in the supposed replica sent to 
the Chicago World’s Fair of 1892, in both modern pictorial 
representations and in recently built models, the Santa 
Maria, the principal “nef” or “nao” of Columbus, has been 
presented as a perfectly good late 16th Century ship. A 
further reference to this subject will be found in the body of 
the work. 

One of the corollaries which might be drawn from the 
efforts of these gentlemen would be that there was no ad- 
vance or evolution in the form of the round ship between the 
days of Columbus and those of Drake; which is absurd. 

The law of evolution developed at an early date the long 
ship to a high degree of perfection and in almost unaltered 
form it persisted for many centuries. The development of 
the round ship was much slower, but in its later stages in- 
finitely greater and higher than was possible in the galley. 
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Under the impetus of the Renaissance after the long leth- 
argy of the Dark Ages, naval architecture, beginning in 
the 16th Century, advanced practically abreast the other 
sciences. And the end is not yet. 
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onc ships. 


THE BOOK OF OLD SHIPS 
GALLEYS 


THE galley was one of the earliest types of vessel. Its 
existence antedates all historical records. Oars were its 
principal dependence for motive power, and sail was origi- 
nally employed only with a favouring breeze. Its form 
was primarily long and narrow as best suited for propulsion 
by rowers. Its simplicity of form has been one of its chief 
reasons of permanency. . 

Jal, whose name will be often used and from whose writ- 
ings liberal quotations will be made in this work, in his 
“Glossoire Nautique” devotes several pages to the presump- 
tive derivation of the word “galley’”—gallée, in the old 
French, modern French galére; and after dismissing several 
sources as ridiculous, gives as the most satisfactory origin, 
the Greek word yaréra, meaning a rowing vessel. 


As distinguished from the ancient round ship whose pro- 
portions were about two and one half to three times as long 
as it was wide, the proportion of the length of the galley to 
its breadth or beam was as five, six, seven, eight, or even as 
nine is to one. 

As oars gradually displaced paddles and the size of row- 
ing vessels increased, it became necessary to extend the ful- 
crum so as to facilitate the employment of longer oars. For 
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this purpose an outboard platform or gallery called “apos- 
tis’ was constructed along the side of the vessel. It pro- 
vided also a greater space for free circulation along the 
longitudinal axis of the craft inboard from the oarsmen, as 
well as for the more convenient and useful disposition of the 
rowing benches. 

This arrangement was chiefly employed in the galleys of 
the southern European countries. The gallery or apostis 
seems not to have been adopted generally in northern ships. 
The loose-footed square sail, extended upon the single yard 
of early times, was later replaced by one or two lateen sails 
and it is in this form that we trace the galley to the date of 
its practical disappearance from Mediterranean waters in 
the late 18th Century, although a few specimens seem to 
have survived until as late as 1805. The speed of the galley 
when rowed and the fact that it could manceuvre in a calm 
made it the chief instrument of naval warfare from the 
most remote past until a considerable time after the use 
of gunpowder by the Western World. ‘The early galleys 
of the Mediterranean countries, armed with their deadly 
metal or metal-sheathed beaks, and propelled by scores of 
oars in the hands of highly trained and well-disciplined 
rowers, sought to gain their first advantage by ramming 
their adversaries. ‘The shock of the impact was terrific and 
often must have been almost as disastrous to the attacker as 
to the attacked. When this coup failed, boarding was re- 
sorted to. Extending from the vessel’s side the apostis offered 
a more easy access to the attacking forces. The ancient 
Roman galleys had wooden drawbridges raised vertically 
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upon the sides so arranged that they could be dropped upon 
the deck of an enemy. Spikes extending from the under 
side, striking with the full force of the weight of the falling 
structure, effectively grappled or fastened together the two 
contending vessels and provided the means of engagement 
in a body-to-body combat. Military tops, after the yards 
had been lowered (for these vessels almost always furled 
sail before engaging), gave a position from which darts, 
stones, and flaming liquids could be projected down the 
enemy’s decks. ‘The carnage in these ancient sea fights was 
frightful. 

Much nonsense has been written concerning the supposed 
arrangements of the oars in the larger ancient galleys. And 
it is one of the curious commentaries upon either the ac- 
curacy of the descriptive powers of the ancient writers or 
upon the apparent lack of understanding of their subsequent 
translators and would-be elucidators, that the question has 
never been satisfactorily settled. 

Many ingenious theories have been advanced, some ludi- 
crously impossible from purely physical standpoints. 

It is not the intention to discuss here any of these at- 
tempted explanations or to comment upon the etymological 
and grammatical discussions upon which most of them are 
based, but it may be safely stated that not more than two 
rows of oars could be successfully superposed vertically on 
separate decks. Recent opinion is that the trireme, the war 
vessel most employed in early times by the Mediterranean 
nations, and the most highly developed, was operated by 
oars extending from the vessel’s side in groups or sets of 
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three, emerging from practically the same oar port or open- 
ing and operated against three separate thole pins, or 
through openings separated by not more than a foot in the 
horizontal plane, each successively higher by a few inches. 
Such an arrangement applied to a bireme may be seen in 
the pediment of that masterpiece of classic sculpture known 
as the Winged Victory of Samothrace. In said pediment, 
two depressions each about eight inches long by three 
inches high show where the oar blades were intended to be 
thrust through the openings in the overhang of the apostis. 
This plan might have been developed to the limit of its 
physical possibilities. The theory is plausible and offers 
an explanation to many supposed and actual difficulties, 
besides being easily reconciled, it is claimed, with many of 
the more baffling points in the texts of the ancient writers. 
Be this as it may, the form of galley which we know from 
reliable pictorial descriptions and from actual examples, 
the galley of almost our own day, had only one row of oars 
all in the same place. 

But the galley had the deficiencies of its merits. Its low 
freeboard and length made it a poor sea vessel, for it is ob- 
vious that such a long hull demanded a wide arc for turn- 
ing. It could only be effectively used in comparatively calm 
weather. It was strictly a coastwise vessel, and although 
long voyages in the open sea were sometimes engaged in, 
such was not the usual course of its employment. When the 
advance of naval science and the use of firearms changed 
all the canons of naval warfare, the galleys still lingered 
for a time, useful as the scouts or eyes of the fleet. But 
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soon the further improvement of hulls, sails, and rigging 
robbed them of even this function, and their last principal 
employment was almost as ignoble as their early career had 
been glorious. They were used chiefly as the means of pro- 
viding a safe repository for criminals where the physical 
powers of these unfortunate creatures could, through their 
labours at the oars, be turned to the advantage of the State. 


AN EGYPTIAN GALLEY 
1600 B. c. 


THE Nile region has always been a land of romance. Its 
antiquity and mystery fired the imagination of the Greeks 
and Romans. Successive later generations have acknowl- 
edged its thrall. The systematic scientific research of mod- 
ern times with its discovery of the key to the riddle of the 
hieroglyphic writings has lifted the veil and permitted us 
to catch glimpses of the wonderful civilization and accom- 
plishment of those far days, but has dispelled none of their 
romance. 

On the walls of the temple of Deir el Bahari near Thehes 
are sculptured whole fleets of ships. In the illustration we 
see one of the vessels sent by famous Queen Hatshepsut of 
the 18th dynasty, to the Land of Punt. The exact location 
of this elusive country has not yet been determined by the 
Egyptologists. The name was probably generic, conveying 
the meaning of a far-off land, sometimes signifying one 
place, sometimes another. 

Nothing can be more graphic than these temple pictures 
with their accompanying text. Note how similar to the Ve- 
netian gondola is the prow or stem, how graceful the stern 
terminating in a lotus decoration. The ship, clincher-built 
of cedar wood and probably about sixty-five feet long, was 
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strengthened by a hog truss formed of wooden crotches 
supporting an immensely strong cable. This effectively pre- 
vented the hull from sagging or straining in a sea-way, par- 
ticularly when heavily laden, because these vessels evidently 
were cargo carriers. The mast was probably provided with 
a tabernacle, so that when the yard was down, it could be 
lowered to offer less resistance to a contrary wind. The up- 
per yard was fashioned of two arms or antennz lashed to- 
gether, a method persisting in certain Mediterranean types 
of sailing vessels until to-day. The lower yard acted as an 
extension for the tacks of the sail and was useful in holding 
down the foot. Parrels! confined the yards to the mast. The 
upper yard had its braces, and the ropes attached to the outer 
end of the lower yard acted as sheets. Lifts sustained both 
yards; when hoisted the upper yard was suspended from 
two, and when lowered, several sub-parts held it up, similar 
to the lower yard. These upper yard lifts show in the draw- 
ing in graceful curves. At the masthead an arrangement of 
cleats and battens furnish the means of leading the halyards, 
running and standing lifts for both yards. 

Halyards hoisted and sustained the yard at the masthead 
and probably served also as backstays. In furling sail, the 
upper yard was let down. No forestays are shown in these 
relief delineations but they were certainly in use, as they ap- 
pear in the Mehenkwetre models now in the Cairo Museum 
and Metropolitan Museum of Art at New York. 

The rudder is shown on the starboard side. Perhaps there 
were two rudders, a very common practice. Largely em- 

1See Note 1, Appendix. 
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ployed in the shallow waters of the Nile, it was of prime im- 
portance that the rudder should be adjustable to the depth 
of the water. The rudder post was quite long, sufficiently 
so to enable the tiller to be rigged vertically downward. 
The lower part of the post was confined to the counter by 
a stout rope through holes pierced in the gunwales and the 
upper part held by a similarly arranged loose lashing to 
a socket or crotch at the top of a stout post, while still far- 
ther up the tiller entered it and was rotated vertically. Ropes 
were made fast just above the blade or loom of the rudder 
and belayed inboard. By this means the whole rudder could 
be lowered or raised as occasion demanded. These details 
appear fully in the Mehenkwetre models. In experiments 
recently made by Mr. H. E. Winlock, of the Metropolitan 
Museum of Art, who was one of the discoverers of these 
models, every rope connected with this rudder rigging was 
found to have its purpose, the strains nicely calculated and 
so arranged that practically all tension was taken from the 
rudder post when the boat was under way. 

The form of these boats with their long overhang fore 
and aft was admirably adapted for landing in shoal water, 
necessitated by the river navigation in which they were 
principally engaged. 

The success of the Punt expedition proves how capable 
were the naval architects who planned these vessels of more 
than thirty centuries ago, how skilful were the workmen 
who constructed and the mariners who manned them. 

Upon the return of the ships to Thebes, laden with pre- 


cious woods, incense, resin, gold, silver, and ivory, furs, live 
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animals, and slaves, as temple-wall writings tell us, it is not 
to be wondered that all the people chanted hymns of praise 
to the power and magnificence of their heaven-born queen 
and to the supreme majesty of Amon-Ra, Lord High God 
of the terrestrial thrones! 
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A GREEK GALLEY 
500 B. c. 


NEARLY everyone will admit that among the sculptured 
productions of antiquity none are more satisfying in beauty, 
in sentiment, and in romantic interest than those from 
Greece. 

Many of the older Greek works were produced so long 
ago that it almost seems as if they might have been part and 
parcel of the legends and myths that have come down to 
us from those remote times. And although they are lacking 
in the technical excellence attained in later Greek works 
of art they still show qualities of beauty and romance in 
embryo, especially in their association with the romantic 
characters that many of them portray. 

Among those legends one of the most appealing is that 
of “Jason and the Golden Fleece.” What a pity it is that the 
wonderful figurehead of Jason’s vessel, the 4rgo, could not 
have been preserved. You will recall that it represented 
Pallas Athene and was carved from a branch of the Talking 
Oak of Dordona by some precursor of Praxiteles and 
Phidias. 

Let us assume that it might have been petrified by the 
Medusa’s head she carried on her shield. Still endowed with 
the all-pervading power of speech of her divine parent (for 
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all things are possible to the gods, and what is more com- 
mon than a speaking likeness, be it on canvas or in stone?) 
the goddess might have told us poor mortals of an age far 
removed from those golden days, and of the vessel over 
whose destinies she ruled. 

Instead of being compelled to rely on ancient vase paint- 
ings, distorted by the conventions of the decorator’s art, 
on minute seals, and on descriptions composed by authors 
untutored in the technique of naval affairs, she might have 
described to us at first hand the form of the Argo, her rig, 
the details of her construction, her decorations, and given us 
other information, now sadly lacking. 

We can form some idea of the size of the 4rgo, because 
you will remember Jason summoned fifty Greek heroes to 
man her oars. 

Assuming one hero (and they were all mighty men) to an 
oar, a length, according to other credible standards of com- 
parison of about one hundred and twenty-five feet might be 
inferred: not so bad, for, oh, so many centuries B. C! 

And then she might have told us something about Me- 
dea and Jason (for even goddesses are not above gossip) 
and how she had to chaperon them on the voyage back to 
Colchis. Perhaps she was a little jealous of Medea; and so 
would any one be who did not have an enchantress for 
either wife or sweetheart. 
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A ROMAN TRIREME 


MONSIEUR JAL had the satisfaction of visualizing his idea 
of the appearance of the ancient Roman galley. The French 
Government, of which Napoleon III was then the head, au- 
thorized the construction of a trireme at Clichy, one of the 
districts of Paris, on the Seine. The plans were drawn under 
the direction of the Ministry of the Marine of which M. 
Jal was the historiographer and the decorations were de- 
signed under the supervision of an eminent classic anti- 
quarian. Skilled ship carpenters from one of the French 
naval depots were entrusted with the actual work of con- 
struction. ‘The launching took place on March 9, 1861, in 
the presence of the Emperor and a distinguished company. 
The vessel thus produced was about 130 feet long, 17 feet 
broad, and 10 feet deep. Two rows of oars were stated to 
have been arranged upon two superposed decks with one 
row between the two decks. 

From woodcuts appearing in the contemporary English 
illustrated newspapers’ from drawings made by artists on 
the spot, it would seem as if Jal’s theories appear to bet- 
ter advantage in print than in a concrete example. 

Firstly, there is no evidence of the apostis, a fundamen- 
tal part of the galley. 

Ullustrated London News, March 21, 1861; Illustrated London Times, March 22, 1861. 
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Secondly, Jal asserted in his ‘““Archzologie Navale,” pub- 
lished in the year 1840, that he could admit that oars could 
be successfully operated from two superposed decks or stages 
but not from three. This he reiterates in his ““Glossoire Nau- 
tique” (1858). And yet the cuts show three superposed rows 
of oars and the text accompanying the said illustrations con- 
firms this arrangement. 

It is a little difficult to understand how M. Jal managed 
two superposed decks or stages in this narrow vessel, one 
having a ratio of length to breadth of nearly seven and a 
half to one. Such a craft would necessarily have more 
draught than would a wider one. It is hardly probable that 
it drew less than four feet of water. In such a vessel the low- 
est row of oar holes must necessarily have been located at a 
point high enough above the water line to prevent a moder- 
ately rough sea from entering these openings pierced in the 
ship’s side. Moreover, it would have been imperative to ob- 
tain freedom from wave interference in the manipulation of 
the oars. In a vessel of the size above described, one which 
would not ride easily over the waves like a wider boat, such a 
point could scarcely have been less than four feet above the 
water. Taking into consideration the above figures, and 
estimating the head-room of the lowest stage to be a mini- 
mum of four and one half feet, it will be seen that the upper 
deck or stage would be about even with the top of the bul- 
warks, leaving no place for the support of the fulcrum for 
the highest row of oars. 

Thirdly, as regards the intermediate row of oars, one must 
assume that the oarsmen of this row were seated on benches 
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or stages nearer the medial axis of the vessel, that the inboard 
portion of their oars was longer in proportion to the lower 
and upper rows, and that the oar openings were arranged in 
lines inclined from the perpendicular so that the rowers 
did not interfere with one another. 

Fourthly, M. Jal seems to have rejected entirely in his 
concrete example the assertion contained in his “Archzo- 
logie Navale,” Mémoire No. 4, that the arrangement of the 
Oars in triremes, quadremes, penteremes, etc., of the an- 
cient Greeks and Romans was in effect the system called 4 
zenzile and employed in the Mediterranean galleys as late 
as the 15th Century. The galleys using it were propelled by 
groups of three or more oarsmen all sitting upon the same 
bench, each rower pulling a separate oar. The benches were 
not set exactly at right angles to the keel, the inside end be- 
ing slightly farther out and higher than the outer end. This 
arrangement accords perfectly with the evidence alluded to 
in our introduction as embodied in the apostis shown on 
the Winged Victory of Samothrace. 

M. Jal has, in his said Mémoire No. 4, given a number 
of illustrations from both classical and Renaissance sources, 
showing this arrangement d zenzile. He discusses the sys- 
tem at considerable length and gives several diagrams to 
scale to demonstrate the possibility of its application to as 
many as six oars in a group. It is rather strange that he did 
not follow this method in his galley of the year 1861. 

Our illustration shows what we believe is a rational view 
of a trireme of classical times. The apostis furnished sup- 
port for the rowing benches and uniform width for the 
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leverage of the oars extended well over the galley’s side. 
The advantage of having all the groups of oars exert their 
effort in substantially the same line is obvious. 
In the appendix will be found a diagram giving a view 
of the disposition of the oars of a galley so arranged with 
oars in groups of three. 
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THE VIKING LONG SHIP 


Snorrt said, “Harold, seest thou this long shipP It is much 
like the Dragon which King Olaf Tryggvason (995-1000 
A. D.) had built at Hladhamrar after the model of Raud’s 
serpent. He brought that vessel from Halogaland. The 
stocks were very long and the ship’s keel measured over 
65 ells. Thorberg Shafhogg was the stem-smith. While the 
bulwarks were rising, Thorberg had to go back to his farm. 
He was gone a long time, and when he returned the bul- 
warks were completed. The same evening the King and 
Thorberg went to see how the ship looked. Everybody 
praised it. The King then went back to his house. Early 
next morning the King and Thorberg went down to see the 
ship again. All the smiths had arrived and stood there doing 
no work. ‘Are you on a strike?’ asked the King. They said 
‘No, but someone has spoiled the ship.’ Notches had been cut 
into the gunwale on one side from stem to stern. The King 
was furious and swore that if he could find out who had 
ruined the ship from envy, that man should die, but he who 
could name the doer of the deed should get great reward. 
Thorberg said, ‘I can tell you, O King, who did this deed.’ 
The King answered, ‘Thou, O Thorberg, wast the likeliest 
man to beso lucky as to ascertain this thing and to tell me.’ ‘T 
will tell the King who has done it,’ he said. ‘I have done it,’ 
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‘What,’ said the King, amazed, ‘thouP’ ‘Yes, I,’ said Thor- 
berg. The King answered, “Thou shalt repair it so that 
it is as good as it was before, or thou shalt lose thy life.’ 
Thorberg shaped the gunwale so that all the cuts disap- 
peared. The King and everybody said that the ship was 
much better on the side which Thorberg had shaped. 
Then the King asked Thorberg to do the same thing to the 
other side of the ship and thanked him well for it. There- 
after, Thorberg was chief smith of the ship until it was 
finished. Its beak and dragon tail were all ornamented with 
gold. Its gunwales were as high as those of seagoing ships. 
No better or costlier vessel had ever been built in Norway.” 

Thanks to the blue clay of the Scandinavian hills which 
has preserved several examples almost intact, we know ex- 
actly how these vessels looked. The story of the finding of 
the Gogstadt ship is quite as romantic as any treasure-trove 
tale by Poe or Stevenson, and it is fact, not fiction. 

The size of the ancient Norse vessels was determined by 
the number of “rooms” (rums) or rowing benches. King 
Olaf’s ship, the saga says, contained thirty rooms. If the 
ship was 65 ells or 135 feet on the flat of the keel, it would 
probably have an additional length fore and aft of fifteen 
feet respectively for the curving rise of the stem and stern 
or a total length of 165 feet. Allowing four feet for each 
room, or 120 feet, this would leave 45 feet for purposes of 
forward and after decks and space free from the rowing 
benches. 

1See Olaf Tryggvason’s Saga, c¢. 79, for account of the construction of a Viking ship 


of this date. 
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The sailing equipment of these ships was rather rudimen- 
tary. Primarily intended to be propelled by oars, their floors 
were rather flat with very easy lines of entrance and depart- 
ure. The sides rose almost vertically with quite a sharp 
turn in the bilge. With a free wind they must have sailed 
fast. Any one who has had the experience of sailing in 
a rowing boat of fine lines, such as the St. Lawrence 
skiff, will appreciate this fact. The mast had an elaborate 
step, something like a double fish tail, into the forward open- 
ing of which the foot of the mast fitted into a step-hold. It 
was wedged or keyed into its upright position by a stout oak 
plank, somewhat resembling in shape an old-fashioned boot- 
jack. Stays fore and aft and shrouds on the side supported 
the mast after it had been raised into its vertical position from 
the crotches placed aft to support it when horizontal. 

When recumbent, the mast served as a part of the ridge- 
pole of the tent which at night covered the whole vessel, the 
sides of the tent being fastened along the gunwales. The 
yard was hoisted by a tie passing through a hole in a mast 
head and was held close to the mast by a wooden cleat or 
parrel. Braces and sheets led aft, and tacks of the sail were 
sometimes extended by the light booms. Cleats were pro- 
vided for the purpose of belaying the several ropes. 

The rudder was always rigged up the right side, hence the 
derivation of our word “starboard” from stjonbordi, “steer- 
ing side,” while the left side, backbordi, may be traced 
through the Normans in the French word babord, port. 

On the starboard quarter of the vessel a large rounded 
oak boss was firmly bolted to the outside, the extreme outer 
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surface of which was in a line perpendicular to the gunwale. 
Through the gunwale, slightly forward of this perpendicu- 
lar line, two holes were pierced to receive the grommet, a 
rope passing out one hole, around the rudder post, and then 
in again through the other hole, belaying inside. A large 
hole was bored through the upper part of the rudder blade 
and also through the above described boss and the ship’s 
side. Through this passed a heavy rope knotted at the outer 
end and terminating inside the ship where it made fast; 
this served as the axis of the rudder. An iron ring fas- 
tened to the after edge of the rudder blade to which was at- 
tached a cord leading on deck provided the means, when the 
grommet was slacked off, by which the rudder could be 
raised or lowered on its aforesaid axis. A square hole in 
the upper part of the rudder-post served to receive a trans- 
verse tiller. This the steersman sat behind and pushed or 
pulled, as he desired, to direct the vessel’s course. The oars 
had narrow pointed blades and were thrust through holes 
pierced in the sides. When the oars were withdrawn, these 
oar-ports were closed by circular shutters fastened upon 
the inside. Large ships had several anchors. Merchant 
ships, the seagoing vessels referred to above, had a single 
permanent mast and few oars or none. They were heavier, 
shorter, and had higher sides. 

How fine these war vessels or “dragons” must have looked 
with their golden figureheads, tails, and weather vanes. 
Their sides were usually painted in red, purple, and golden 
stripes, the shields of their warriors, usually of two contrast- 
ing colours with gleaming metal rims and bosses hanging 
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crescentwise along the gunwales, while the sails of dif- 
ferent coloured cloth, often embroidered, and some even 
of two-piled velvet, swelled aloft. 

The gaily painted oar-blades rose and fell rhythmically 
amid cascades of sun-lit jewelled drops, as the vessels dipped 
and swayed in the heaving waters of the fjords, against a 
background of dark beetling cliffs and deep coloured ever- 
greens. Good ships, stout warriors, brave seamen. 
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THE SEVENTEENTH CENTURY GALLEY 


ProBABLY little change was manifest in the appearance 
of the galley during the latter centuries of its existence. It 
was one of those types whose permanence was the result of 
an early arrival at full eficiency. When cannon were intro- 
duced, some modification of the galley’s upper structure 
was demanded for their installation. 

The illustration shows the low narrow vessel with the 
beak, the apostis, and the elaborate stern elongated by the 
extension of the after gunwales to a considerable distance 
beyond the narrow transom, if such a peculiar form of con- 
struction can claim that name. | 

The after deck was covered by a structure the upper part 
of which was sometimes shaped like the ceiling of a bar- 
rel vaulted room. This, called the “carosse,” served as the 
Captain’s quarters. 

Ordinarily, the galleys of this period were equipped with 
two masts, the one nearest the bow being usually the larger. 
The long lateen yards were composed of two members called 
antenne, the thicker parts of which were lashed together 
in the middle to form a single spar—a very ancient form 
of construction. 

The masts were supported by shrouds usually set up with 
blocks instead of deadeyes. The gear for hoisting the yards 
will be fully described hereafter. Double guys held down 
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the yard and kept it in place toward the foot of the mast, 
while other tackle, probably similar to the mizzen bow: 
lines, fitted to the lateen mizzens of the round ships, hauled 
the heel of the yard to one side or other, as occasion de- 
manded. Vangs controlled the after part of the yard, while 
brails caught up the sail to the yard for furling. 

Some of the older galleys were fitted with three rudders, 
one at the stern and one on each quarter. 

The rowers’ benches were distributed along the sides 
within the apostis to starboard and port, leaving between 
them a gangway extending lengthwise called the “coursier.”’ 
Just in front of the carosse was a balcony extending athwart- 
ship with small stages outboard on each side whence 
ladders gave access to the vessel. Below the carosse was an- 
other chamber called the “gavon” lighted by narrow rec- 
tangular openings in the vessel’s sides, protected by sliding 
shutters. This form of window was a feature of many old- 
time vessels. A sort of raised forecastle, well forward, fur- 
nished to the sailors a space removed both from the rowers 
and gunners in which to work the foresail. 

The galleys of this period were superbly decorated with 
gilded bas-reliefs and mouldings. Their flags, streamers, 
and banners were often made of silk embroidered with gold 
and coloured threads. The carosse was not infrequently 
covered with a “tendelet’” of crimson silk damask. What a 
gallant spectacle such a vessel must have presented as with 
oars held high, lateen sails swelling, with silken flags flut- 
tering, it swept along over the sparkling waters of the azure 
midland sea! 
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THE GALLEASS 


JAv says that this name (galeasse in old French) was the 
name given first to a galley larger and stronger than the 
common galley, but resembling it closely. This large gal- 
ley or galleass, as it was called in English, had been consider- 
ably developed by the end of the 15th Century. During the 
middle of the 16th Century, vessels of this form played ar 
important role in all great naval combats. They were the 
deciding factors in the battle of Lepanto (1571), resulting 
in the victory of the western nations in their struggle against 
the menace of Turkish domination in Europe. They also 
fought valiantly on both sides in what Jal calls the fatal 
“rencontre” between the Spanish and English, ending in the 
destruction of the Invincible Armada in 1588. 

Pantero-Pantera writing in 1614, describing the Vene- 
tian galleass of the period, says that such a vessel of twenty- 
five or more oars on a side, compared with an ordinary gal- 
ley, would be about a third longer, and wide and high in 
proportion. Forward and aft it had large platforms or decks 
upon which stood a part of its broadside artillery. This 
part of the vessel also served as a vantage point for the sol- 
diery. 

A solid deck covered the waist above the rowers and af- 
forded also a large open space for handling the sails, and 
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upon which a considerable number of guns and soldiers 
could be placed. 

Less swift than the ordinary galley, its usual place was 
in the second line of the advance guard of the battle, and 
it was in this position that the largest galleasses of the Ar- 
mada were placed. And it was from such a vessel that the 
Duc de Medina Sydonia, who commanded that great gath- 
ering of vessels of war, conducted his operations. 

The Mediterranean galleass was usually lateen rigged 
with all the peculiarities of that style obtaining in the galley. 

In England during the reign of Henry VIII the word 
“‘galleass” seems to have been applied to several types of ves- 
sels, but by the end of the 16th Century the term was gener- 
ally confined to a form of large ship with high freeboard 
propelled by oars either with or without sail power. John 
Montgomery, in a treatise entitled “Concerning the Navie 
of England” (1570-1588), says that “Galliasses brook the 
seas as well as others,” and that “Shipes to saile and row have 
advantages over others.” He says that a galleass of six hun- 
dred tons and having twenty oars on a side would require five 
men at each oar. 

While one of the outstanding and persisting features of 
the galley was its far-projecting beak-head or ram, it does 
not seem that this spur was ever a marked characteristic of 
the galleass. It is true that representations of the vessel are 
found embodying this feature, but that it was of little use 
for ramming in a vessel of the type we are considering must 
soon have become apparent. 

This form of beak-head ultimately changed to the form 
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in which we see it in the illustration depicting a galleass of 
the middle of the 17th Century, and it is in this form that we 
find it in most of the sailing ships of that period. 

The Turkish mahona seems to have been, during the 17th 
Century, about the equivalent of the Venetian galleass of 
that time. And probably the respective Christian and Mus- 
sulman vessels of a century earlier were quite similar in 
form and size. 

If any one wishes to learn in detail the part that the 
galleass played in saving western Europe from Turkish in- 
vasion, he may find it graphically set forth in the late Com- 
modore F. A. Parker’s description of the Battle of Lepanto 
in his “Fleets of the World, The Galley Period.” 


39 


a 
i 
m4 
< 
Ay 


» 


op) 
_ 
any 
N 
Q 
Z 
-) 
2) 
m4 


ROUND SHIPS 


IT HAs been seen that the proportion of breadth to length 
was greater in the round ships than in the galleys. 

The long ships of early times were primarily the vessels 
of war, celerity of movement being of the utmost impor- 
tance. The round ships, both of antiquity and of the Middle 
Ages, constructed to carry heavy cargoes, were not exactly 
swift movers. Not that the round ships of these times were 
not sometimes used for fighting: quite the reverse. Although 
usually designed as carriers of freight and passengers, their 
greater bulk naturally enabled them to embark a greater 
number of armed men, and later, when cannon were intro- 
duced, to mount armaments disposed in a manner impossible 
in the long narrow rowing craft, where the chief points of 
vantage for placing guns of large calibre, i.e., low down 
amidship, were preémpted by the benches and oars of the 
rowers. Adaptability for fighting was, in still later times, 
further advanced by their ever-increasing mobility, a quality 
in which eventually, excepting in a calm, they surpassed the 
long ship. 

Until practically the end of the 18th Century, quite large 
vessels, such as ship-rigged sloops of war and small frigates, 
as well as brigs, brigantines, and schooners, were often 
equipped with oars. 
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By a curious verbal transposition the square sails of the 
round ships were sometimes called in certain maritime lo- 
calities round sails; while the ships themselves on account 
of the shape of their rectangular canvas were designated 
as square ships. 

By far the greater number of vessels described in this 
work have been grouped under the class of round ships. 

And yet many known types have been omitted, especially 
those bearing what are known as fore and aft rigs. When 
they have been shown it has been because in some manner 
their equipment included, albeit only incidentally, some 
feature of the square rig. 

There has seemed to the authors a modernity in the fore 
and aft rig (although it has a clear title to considerable an- 
tiquity), a modernness emphasized by its very persistence 
and universality in the face of the gradual late disappear- 
ance of so many of the old-time square riggers; this has been 
the deciding factor in excluding it from this collection. 
For like old friends and old wives, we middle-aged folk (and 
probably many of the younger ones, too) like the old square- 
rigged ships best. 


A GREEK MERCHANTMAN 


PuiLocrotes, the Athenian merchant, gazed at the 
busy scene about him. Timon, the Corinthian ship mas- 
ter, stood beside him, his keen eyes taking in the smallest 
detail of the work going on under his command. A vessel 
hauled out for repairs was about to be set again into the 
water for a trading voyage to the Cyclades. 

“O, my son,” said the merchant, “have the specifications 
reported to me by the shipwrights been faithfully per- 
formed?” “Yes, master,” replied Timon, “but the report 
of the foreman carpenter seemed to me faulty in that he 
would replace the broken planking with plain deals instead 
of cedar wood. I therefore compelled him to substitute the 
latter. This he did grudgingly, saying that thereby he would 
lose all his profit.” ‘Therein thou hast done well, my son, 
and to my interest. And hast thou seen that such of the 
bronze plates below the oar holes as were broken have been 
renewed? That the new cotton cloth for the sail is of full 
weight and free from flaws? And that the arsenic and sul- 
phur have been well mixed with the Chian oil thou brought- 
est back on thy last voyage and the mixture evenly applied 
to the vessel’s sides that she may speed through the blue 
waters freely and without impediment?” To all these rapid 
questions the young man nodded his assent. 
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His employer continued, “And hast thou seen to it also 
that the careless wielders of the brush have not damaged 
the beautiful ship’s eyes that I had placed upon her for- 
ward sides by Andimion, the skilful Persian slave of my 
friend AraxesP” “Verily, master, thou shouldst know that I 
would permit naught to harm them, otherwise how would 
my darling see the rocks and shoals and know how to avoid 
them on the dark nights when Notos blows and we have 
naught else to guide us but the light of the stars? 

“And another thing have I done. Recallest thou the 
bundle of staves I brought back from Tyre? I had them 
from a Pheenician trader who told me they had been brought 
from the very far-off west. Thou saidst then, a little peev- 
ishly, that I did thereby waste thy money, but soon forgot thy 
irritation. I have had them fashioned into oars, and never 
were there lighter or stronger ones. Try, master, if thou canst, 
by bending all thy weight on it, break one.” The older man 
examined the oar carefully and nodded approval. “In this 
also hast thou done excellently well, my son. Ever thou doest 
as well for my interest as I would for myself. May the Gods 
preserve and bless thee. Look to it also, for my and thy sake, 
that all the cords be strong and the wattles along the top- 
sides well plaited and tough, for there will be perishable 
goods aboard, that must be kept from the waves and spray.” 

“And now come with me, O Timon, to the pleasant shade 
of Eubotes’ wine shop that we may drain together a cup of 
his best Lesbian and decide upon that with which we shall 
lade thy bark.” 

1See Note 2, Appendix. 
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THE ROMAN CORBITA OR MERCHANTMAN 


THE steady increase in the foreign affairs of Rome, both 
military and civil, necessitated proportionate augmentations 
of both her navy and merchant marine. 

Increasingly large importations of all sorts of commodi- 
ties demanded more and larger carriers. The great corn 
fleets from the granaries of the Near East and Africa main- 
tained a continuous course across the inland sea, while the 
transports required to furnish supplies to her numerous 
armies engaged in conquest in various parts of the then 
known world, as well as the means of conveying the troops 
themselves, must have reached numerical proportions not 
very different from those obtaining many centuries later. 

The Romans imported all sorts of objects of art into Italy 
from conquered lands. Some of these articles were of large 
size and great weight. And while it is possible that specially 
designed barges may have been constructed to carry such 
ponderous objects as the obelisks brought from Egypt, yet it 
is not at all improbable that many pieces of colossal statuary 
were transported in the larger merchant round ship. These 
vessels seem to have reached generous proportions. For the 
marine architects of a civilization which could produce so 
large a floating structure as the imperial pleasure boat, the 
remains of which have been examined and measured under 
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the waters of Lake Nemi, would not balk at the construction 
of sea-going vessels of at least a thousand tons burden. 

It seems remarkable that, considering the tens of thousands 
of vessels produced during the long period of Rome’s great 
marine activity, not one has been wholly preserved for us 
by some chance such as that which saved the Gokstad ship 
from decay and that so few graphic representations of these 
ships remain to us out of the great number of more or less 
perfect monuments of Roman greatness. 

A number of ancient coins and medals show us vessels, 
but in these, as in more modern cases, the artist was limited 
by the scope of his field, and such representations are al- 
ways conventionalized. Other representations are scarcely 
more satisfactory. 

The accompanying illustration shows a rationalized ver- 
sion of a Roman merchant ship adapted from a monument 
discovered at Ostium, the great ancient seaport of Rome. 
The original sculpture, if reliable (and it is believed to be 
so), shows most of the exterior details of hull and rigging of 
a merchant ship of that period. These merchant vessels of 
the larger sort were called corbite, from corbis, a basket, 
thus named because they carried such a receptacle at their 
mastheads in order to indicate their occupation as carriers 
of both passengers and merchandise. It is said thav these 
Roman merchantmen were of heavy construction and were 
noted for their slow sailing. 

The sheer of the ship was considerable, and the rotund- 
ity of the fabric served as a pattern for the round ships of a 
thousand years later. The high swelling stern was admir- 
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ably adapted to minimize the effect of following seas—a con- 
stant source of menace to ships proceeding principally be- 
fore the wind. The form of the wales probably is predicted 
upon and indicative of some features of internal construc- 
tion, but as to this we cannot be certain. 

No exception can be taken to the form of shrouds set 
up by deadeyes and lanyards, nor to the manner of tighten- 
ing the prominent stays. The curious topsail composed of 
triangular halves has survived to our own day and gene- 
ration. Attention may likewise be directed to the form of 
brails, the ropes passing through rings sewed upon the sail 
in rows perpendicular to the yard. This device effectively 
confined the folds of the sails. Although if the canvas was 
heavy a sail so brailed must have been bulky and somewhat 
difficult to furl properly. 

The bowsprit was then no innovation, but its use seems 
to have been practically disregarded, if not forgotten, during 
the Dark Ages. ‘Taken altogether it may be safely assumed 
that this vessel was wholly adequate to the demands made 
upon it and that its minor appliances and internal arrange- 
ments of which we are unfortunately totally ignorant were 
the result of an evolution, as sure and as practical as that 
of our modern vessels. 

The form of this old ship is the embodiment of grace, 
and its ornamentation lends to it a dignity compatible with 
that of the then Mistress of the World. 

Among the late discoveries at Ostia is a fresco showing a 
Roman merchant vessel in the process of lading. 

Five personages in all appear upon the ship’s deck, while 
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two more carry sacks, presumably of grain, up a gang plank. 
The central and most important figure is labelled Arascan- 
tus, probably the owner. Standing aft on the raised deck of 
the cabin and holding the tiller of one of the rudders (for 
two are shown) is another man, labelled Farnaces, Magister, 
evidently the captain. 

In form, this painting of a ship resembles closely our illus- 
tration. A bare mast appears without rigging or sail. 

Little by little more facts are continually coming to light 
showing the development of the vessels of early times and 
gradually filling the gaps in the order of their evolution. 
Let us hope that in the not too distant future the line will 
be complete. 
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A MEDIEVAL SHIP 


IT 1s indeed little we know of the ships of that dark period 
between the fall of the Roman power and the first re-awak- 
enings of pictorial art. We have only a single intermediate 
concrete example—the Gokstad ship, heretofore described. 
That there were seagoing ships at this time we know from 
the sagas; also from the monkish manuscripts, the minstrel 
lays, the folk stories and fables. 

We may believe that for many centuries, at the beginning 
of our era, there was little or no change in the craft that 
sailed the seas or closely skirted the shores. So to picture 
a ship of the Dark Ages is to draw upon our imagination, 
limiting our vision by the horizon of our scanty knowledge. 

Therefore, be lenient, we pray thee, with our day-dream, 
for it is naught but romance in both senses of the word. 

Nor can we do better than to quote a scene of shipping 
from that fantastically appealing and altogether delightful 
fairy tale of William Morris, entitled “The Wood Beyond 
the World.” 

“Hesawthereatallship . . . ashipall boun, which 
had her boats out, and men sitting to the oars thereof ready 
to tow her outwards when the hawser should be cast off, and 
by seeming her mariners were but abiding for some one or 
other to come aboard. 
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“So Walter stood idly watching the said ship and as he 
looked, lo!—folk passed him toward the gangway. These 
were three: first came a dwarf, dark brown of hue and hid- 
eous . . . After him came a maiden, young by seeming 

fair of face as a flower, gray eyed, brown haired, 

with lips full and red, slim and gentle of body. Simple was 
her array, of a short and green gown, so that on her right 
ankle was clear to see an iron ring. . . . Last of the 
three was a lady, tall and stately, so radiant of visage and 
glorious of raiment that it was hard to say what like she 
WASth cana 
“They went over the gangway intotheship . . . then 
he saw how the hawser was cast off and the boat fell to tug- 
ging the big ship towards the harbour mouth with hale and 
how of men. Then the sail fell down from the yard and was 
sheeted home and filled with the fair wind as the ship’s bows 
ran up on the first green wave outside the haven. 

“Even therewith the shipmen cast abroad a banner 
whereon was done in a green field a grim wolf ramping up 
against a maiden; and so went the ship upon her way.” 
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A THIRTEENTH CENTURY ENGLISH 
WARSHIP 


No CONCRETE example of a north European ship of this 
period is known to have been preserved as have several Scan- 
dinavian vessels of a few hundred years earlier. Obviously 
the chances of the preservation of such a craft are all against 
us. Christianity gradually banished the pagan rites which 
surrounded a chieftain in his last resting place with his late 
earthly possessions. So archeology owes much to paganism. 
The date upon which to base a pictorial representation of a 
ship of the time of the Crusades must therefore of necessity 
be documentary. By this term is meant representations of 
ships as seen by the eyes of the early artists, whatever may be 
the media through which they have expressed themselves. 

Fortunately some data exist to furnish us with a fair, 
if not perfect, idea of how the ship of the 13th Century 
looked. | 

We may judge that during two or three centuries between 
the making of the famous Bayeaux tapestry showing ships of 
the middle of the 11th Century, and the dates of the many 
13th and 14th Century seals of English and French Channel 
ports, not much change took place in either in the form of 
hull or in the rigging. Such improvements as were made 


seem to be additions to hull in the shape of removable plat- 
61 


THE BOOK OF OLD SHIPS 
forms fore and aft. These ultimately became permanent 
parts of the ship’s structure. 

But if we cannot with conviction say that we are wholly 
satisfied with such facts as we possess about these ships, it 
is our privilege on the other hand to supply from our im- 
agination any attributes with which we may wish to endow 
them, conformably with other facts applicable to this ro- 
mantic age. 

Let us weave around them romances of voyages to the 
Holy Land, of encounters with strange and unbelievably 
greater ships of the land-locked central sea, and with pirates 
in swift-sailing craft along the north African coast. 

Let us people their waists with men-at-arms in leather 
jerkins, the after castle with knights in armour, and the fore- 
castle with archers and seamen. The military top, square 
or round, bristles with darts while the crane hoists up mol- 
ten lead, stones, and fire-brands to cast down on decks of the 
enemy. 

Or suppose that a princess goes by sea to join her future 
princely husband. The ship is bedecked with fair golden 
sail and the cloths about the bulwarks bear the lady’s colours. 
The pavese (row of shields) about the sides is bright with 
the arms of the two families about to be joined together. The 
lady and her maidens work with their needles or bobbins on 
the after castle under a gaily striped awning, or pace softly 
along the deck in the shade of the huge billowing sail, while 
a minstrel chants his master’s praise or beguiles the tedium 
of the voyage with recitations such as the Romaunt de la 
Rose, the Lai du Petit Oiselet, and the Chanson de Rollon. 
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AN EARLY FIFTEENTH CENTURY 
MERCHANT SHIP 


THE science of ship-building had made a very consider- 
able advance by the middle of the 15th Century. Not only 
were there ships of large tonnage, but those carrying four 
masts were not uncommon. Evidently two-masted ships were 
also to be met with. But if manuscripts and missals of 
the period are to be relied upon, some larger vessels clung 
to the old-fashioned style of a single mast. The difficulty 
with this testimony is that many such documents were often 
merely copies of earlier illuminations, and so cannot be re- 
lied upon as contemporary renderings of the ships of such 
later date. 

An engraver of this period who signs with the initials 
“Tt. M.” (Israel von Mekenen), working somewhat in the 
style of the famous artist signing himself “W. A.,” who en- 
eraved both the details of the rigging and hulls of the vessels 
he depicted with most meticulous care, has given us a print 
showing such a two-masted ship. It is interesting to note 
that this vessel has no forecastle and that the bowsprit is 
stepped to the right of the foremast and curiously curving 
stem-head, the latter style traceable in small craft of much 
later times. A curious emblem decorates the bowsprit. 

The absence of the mizzenmast leaves us somewhat in 
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doubt as to the function of the crotch at the taffrail unless 
it may be assumed that the main mast can be lowered and 
supported thereby. Across the deck in the waist are curved 
awning supports suggesting that a deck cargo liable to be 
affected by the elements may have been carried. The poop 
deck, graced by substantial lanterns, is built upon stan- 
chions, a characteristic of the period. 

It is practically impossible to assign a name to this old- 
time vessel, but she is certainly not a ship of war. Perhaps 
she was a passenger ship, but if so, she does not look very 
comfortable. In fact, sea travel at this period was not the 
height of luxury. Hammocks had not yet been introduced 
and the voyager in such a ship as this would have been com- 
pelled to sleep on a truss of straw in a cabin hardly large 
enough for a dog. These ships were perpetually wet, and 
the odour of the bilge could hardly be compared to Coty’s 
perfumes. 

But let us hasten to overlook these aspects of the voyage 
and to think only of the brave adventures of the traveller and 
the fine yarns his sea experiences would enable him to re- 
count to his family and friends when once he had recovered 
from his mal-de-mer and got rid of his sea legs. 
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THE CARRACK 


THE word employed to designate the larger ships of an 
indeterminate period, which certainly embraced the 14th, 
15th, and part of the 16th centuries, and probably a con- 
siderable period of time prior to the earlier date mentioned 
above, was carrack. Appearing in various forms such as 
carraca, carraque, and kraeck, the term is of doubtful origin. 
Jal rejects its derivation from KapaBos. Mr. Nance says 
that the word is of Mediterranean origin, but does not state 
the source. 

During the period above mentioned it was essentially a 
vessel designed to carry large burdens, but often employed 
also for purposes of war, and was undoubtedly an integral 
part of the shipping of all European maritime nations, al- 
though, as to some countries, it may not be possible to identi- 
fy it by name with any particular individual ship. 

The carrack differed from the nef in that it was bigger, of 
greater draught, and had higher top-sides. Some were prob- 
ably as large as one thousand tons. 

Fortunately we have one excellent representation and 
several other tolerable ones upon which to found our illus- 
tration. It must be continually borne in mind that the forms 
of hull and rigging of the carracks, as well as of practically 
all other vessels, at any given date would be found to have 
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differed somewhat in each different locality and that changes 
were constantly taking place from time to time in such 
forms in each of such places. So that the best we can do is 
to say that our illustration shows a Northern carrack taken 
from a print of the engraver who signed himself with a mark 
that looks somewhat like the letters W. A. The date may be 
placed about the middle of the 15th Century. The print re- 
ferred to, which has the sovereign merit of giving the name 
of the vessel represented, while offering all one could rea- 
sonably expect from an artist of this period, is not by any 
means perfect. 

It is only by supplying its defects from other sources 
that one can arrive at a reasonable representation of the 
whole. 

It will be seen that the carrack usually had four large 
wales. Skids strengthened the sides. In the carracks of 
Southern waters it was customary to permit the ends of the 
deck beams to project beyond the planking of the vessel’s 
sides. These ships usually had three, sometimes four, masts, 
the mainmast being much larger than the-other two. A 
diminutive main-topmast appeared at quite an early date, 
but this spar was often little more than a flag-staff. 

One of the most recent “finds” showing representations 
of carracks is an illustration to a French translation of Boc- 
caccio’s “La Teseide.” It isin the Vienna National Library. 
Usually such miniature illustrations of contemporary 15th 
Century books and manuscripts, owing to their small 
scale and conventional handlings, are of little value in fur- 
nishing reliable information as to the shipping of this period. 
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The picture above referred to is a happy exception. It of. 
fers many points of confirmation to other drawings, prints, 
and paintings. Mr. Nance has given an interesting review 
of the subject of carracks, and particularly of the sources 
from which the information concerning them is drawn, in 
the Mariner’s Mirror, vol. 1X, no. 5, May, 1923. 

He there describes the Boccaccio drawing and compares 
it with other representations of carracks, giving references 
to earlier articles upon the same subject, in that magazine. 
The search for information upon these matters is one of the 
latter-day romances of the old ship. It is a fascinating study 
in which the opportunity for original work is unlimited. 


7% 


a 
rma 


Late Fifteenth (entury Ship 


, 


Waa 
eed i 


= 
= ————————— 


BASIN ee 
pit WSS 


LATE FIFTEENTH CENTURY SHIP 


LIKE nearly all other branches of archeological research, 
the branch dealing with the ship has, within the last fifteen 
years, made very definite advances. 

Much that the indefatigable efforts of M. Jal were not able 
to discover is gradually coming to light. While interesting, 
the task of the modern searchers after the facts of medizval 
and renaissance naval architecture is arduous. It demands 
the examination of numberless time-stained parchments, of 
crumbling papers, of ancient volumes stowed in out-of-the- 
way corners of libraries, and of musty records in remote 
naval and marine repositories. But the searchers are con- 
stantly adding to the store of information upon the subject. 

The highest praise is not too much to bestow upon 
the painstaking specialists contributing to the pages of the 
Mariner’s Mirror, the periodical published by the British 
Society for Nautical Research. 

It is unfortunate that the well-meaning Spanish gentle- 
man who prepared the plans and designs for the Columbus 
fleet sent to the United States for the Chicago Celebration in 
the year 1892 could not have had the benefit of the effort 
of these English scientists. It is safe to say that if he had, the 
alleged replica of the Santa Maria, the principal result of his 
earnest if misdirected efforts, would not have borne the form 
she does—for she is still in existence, disseminating to this 
day a deplorable amount of misinformation; while models 
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fashioned after her, based upon the same erroneous data, 
are legion and may be seen even in such repositories as the 
Science Museum at South Kensington in London and the 
Smithsonian Institution at Washington, D. C. 

It is also curious that one of the Italian Government’s liter- 
ary contributions to the Columbian celebration, a superbly 
printed treatise on the subject of naval architecture in the 
time of Christopher Columbus, its pages filled with illus- 
trations giving much of the information if not the complete 
appearance of a ship of the latter part of the 15th Century, 
should have adopted the said rendering of the Nao Santa 
Maria, as the final estimate of the evidence so presented. 

The round ship of that date was round and no mistake. 
As Mr. R. Norton Nance humorously says of the carracks 
of that time, ‘““The compass seems to have decided the form, 
not only of the stem, but also of the mid-ship sections.” The 
curves of the sheer are almost equally generous. Prominent 
wales and skids formed part of the exterior structure. 

In addition to rotundity, giving that certain appearance 
of bulk that all generously curved bodies possess, the next 
conspicuous feature was the great size and height of the 
mainmast. It is the apotheosis of the mast-tree of the once 
single-masted vessel, assisted now in a very small way, not 
supplemented, by two, sometimes by three, young sprouts of 
masts, small saplings still, but destined in time to grow into 
formidable rivals but never quite compeers. ‘The square 
mainsail, too, was still out of all proportion to the other sails, 
probably embracing twice the area of the balance of the 


ship’s canvas put together. 
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It is highly improbable that the original Santa Maria had 
a square tuck such as has been given her by her modern Span- 
ish reproducer, or that her fore and after castles resembled 
in any wise the early 17th Century forms exhibited in what 
he would have us believe is “an exact counterpart” of the 
Genoese navigator’s vessel. The arrangement and sheer 
of the decks were quite different also. Nor is it believable 
that at this date the transom could have conceivably been 
of a form permitting the display of a large and nearly rec- 
tangular painting of the Holy Virgin, no matter how appro- 
priate and desirable such a talisman might be. 

Speaking of the talisman, it was quite customary at this 
date for a harbinger of good fortune in the form of a bul- 
lock’s horns to be installed upon the end of the bowsprit or 
for a goat’s skull to grace the extremity of this spar. 

The late 15th Century ships sometimes carried a small 
topmast bearing an almost microscopic topsail sheeted into 
the top. In the modern Santa Maria’s rigging the topsail 
is quite large and the sheets lead to the arms of the main 
yard. 

In other matters of rigging, particularly in a ship of a 
southern European country, the main stay would have been 
set up to the stem-head with a lanyard in connection with an 
elaborate collar device as yet not clearly explained; the 
shrouds would have been galley fashion, that is, without 
ratlines, and access to the main top would have been gained 
by means of a Jacob’s ladder aft of the mast. 

Lifts and bowlines would be present, while the braces 
would be of a much more rudimentary form than in the new 
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Santa Maria’s equipment. Altogether this later production 
both in hull and in rigging resembles much more nearly a 
ship of the first part of the 17th Century than one of more 
than two hundred years earlier. It is probable that in some 
form, martlets and martnets, the forerunners of the leach 
lines and bunt lines, were then in use, with brails for the 
lateen mizzen similar to those employed upon the Mediter- 
ranean galleys. 

Tacks and sheets would be much as we would expect to 
find them, while one would probably be astonished to dis- 
cover, if such a vessel could be found to-day intact, how apt 
and convenient was most of her subordinate gear. 

While to us they would seem inadequate, these late 15th 
Century ships, especially those of the larger size (and it is 
quite probable that some of them exceeded eight hundred 
tons), were probably not bad seagoing vessels. 

Of course, they went to windward slowly or not at all. But 
with fair luck (of which they had at least an average) and 
with good management (of which they certainly had much) 
it is not surprising that it was in a vessel of this sort that 
Columbus ventured out to the westward in order to report 
officially to the Spanish sovereigns the existence of that land 
destined to play a revolutionary part in the development of 
the sailing ship, the land of which the reputed discoverer of 
the New World had heard from an unnamed but positively 
theretofore existent Portuguese pilot, his certain predecessor 
in that romantic feat. 

These statements may seem iconoclastic, but they are 
based upon solid facts. 
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AN EARLY SIXTEENTH CENTURY SHIP 


OF ALL the sumptuous fabrics which the imagination and 
ingenuity of man have devised in which to wend his way in 
splendour across the great deep, none has surpassed in ro- 
mance and magnificence the Henri Grace a4 Dieu or Great 
Farry of the year 1514. Henry VII had in his day con- 
structed a great ship comparing not unfavourably in size 
with all but the largest vessels of three hundred years later. 
So that the ship of Henry VIII was not large for her epoch, 
although she was probably of about one thousand tons bur- 
den. | 

That which appeals particularly to our sense of the ro- 
mantic was the lavishness of her fitting-out when she was 
prepared to carry the King across the Channel for his meet- 
ing with Francois I at the Field of the Cloth of Gold. 

Launched at Erith, she was already six years old when she 
was taken in hand for this event. It was customary for all 
war vessels of this time to carry along their rails rows of 
shields called a pavese. In the Great Harry, these heater 
shields, or targets, as they were called, were displayed even 
around the tops. They were placed in groups of four, deco- 
rated respectively with the following devices: viz., the cross 
of Saint George on a silver ground, a golden fleur-de-lys on 
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a blue ground, the Tudor rose on a green-and-white ground, 
and the golden portcullis on a red ground. Furthermore, 
the sails were on this occasion made of cloth of gold, dam- 
asked. Long forked pennants flew gaily from the mast- 
heads, yardarms, and other parts of the vessel, the cross of 
Saint George predominating. At the corners of the poop 
were banners bearing the Tudor dragons on a green-and- 
white ground, and at the similar corners of the forecastle 
the royal arms of England were borne on golden-tipped 
lances. 

The vessel’s high sides were covered with gothic windows 
and panels, artistically painted and gilded. Into these the 
wales and skids, the structural parts of the ship, gracefully 
blended. The stern, above the square tuck, rose in curv- 
ing tiers, and the narrow after part of the poop was studded 
with gothic windows and bristled with cannon, if we can 
believe the contemporary painting of Vincente Volpe, de- 
picting the King’s departure from Dover harbour on May 
ae la20: 

Staunch as she looked, the Great Harry probably was a 
bit cranky, as the King declined to return from France 
aboard her. Perhaps his overthrow in a friendly wrestling 
bout with the jovial Francis had something to do with his 
decision. | 

At all events, the Great Harry must have been a thrilling 
and splendid sight as she stood out of the harbour, her great 
golden sails swelling in the soft spring breeze, her flags and 
banners fluttering, the royal trumpeters, an indispensable 
adjunct upon such an occasion, blowing forth pzans of mar- 
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tial music, with the lustre of the kingly presence lending an 
added glamour to her almost conscious magnificence. 
The illustration is intended to be a rationalized version, 
drawn from contemporary sources without exactly copying 


any particular one, of such a ship as the Great Harry may 
have been.’ 
1S$ee Note 3, Appendix. 
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THE HULK 


OnE of the most interesting subjects in the study of the 
English language is that which concerns itself with the 
changes wrought by time and use in the meaning of words. 
The point is well illustrated in “hulk.” During the early 
years of the 16th Century it was applied to a type of the 
larger-size vessel. This craft was round sterned, square 
tucked, high pooped, covered with weak and ineffectual 
clench work or skids. The rig was substantially that of the 
ship of a corresponding date. The appearance of the more 
efficient Dutch flute in the course of the century seems to 
have marked the hulk’s extinction. At the period mentioned 
great fleets of hulks are recorded, each ship ranging in size 
from one hundred to eight hundred tons. A type of vessel 
called a Marsillian is stated to have been the Mediterranean 
counterpart of the hulk. 

To-day the term “hulk” signifies a vessel reduced to its 
poorest, meanest condition, the remains or carcass of a ship. 

At its prime, the hulk constituted one of the principal 
classes of cargo carriers of inerchant vessels par excellence. 
Maritime trade was expanding rapidly in the 16th Century, 
and with the increase in the size of the vessels themselves 
the conditions and comfort of the sailors were improving 


also. 
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It is interesting to learn of the sea-kit of a merchant sea- 
man in the year 1540. This is what John Griffin, a quarter- 
master of the Barbara, took with him on a voyage to Brazil: 
a silver whistle and chain, a ship’s chest, a cape of new black 
frysdown, a coat of black cloth with sleeves, a doublet of blue 
changeable camlot, a white fustian jerkin, also one of green, 
a white frieze coat, with sleeves, two pairs of long hose, 
one green the other blue, two pairs of white hose, one pair 
of long white breeches, two shirts of fine Hollands and five 
coarser ones, a black cap with a silver badge, a new black 
velvet night cap, another black cap, a hand gun (pistol), 
a sword and buckler, a dagger with a yellow haft and iron 
chain, a black frieze mantle, a canvas sack with pillow and 
pillow case. Quite a smart wardrobe! 

It was probably at about this time that efforts were first 
made in the British Navy to clothe the seamen in some sort 
of uniform dress, but the attempts were sporadic and evi- 
dently the uniform was anything but what it purported to 
be. It was not until nearly two centuries later that steps were 
taken to introduce regulations for the dress of all grades 
of the navy. 
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THE CARAVEL 


THE origin of the name of this type of vessel has elicited 
at various times considerable divergence of opinion. But 
the weight of modern authority is in agreement with M. Jal 
in ascribing the word to the Greek KaoaGo¢ (a light vessel). 

One cannot do better for a brief description of this ship 
than to cite this author: “The vessel so named which had a 
real celebrity in the XV and XVI centuries, the vessel em- 
ployed by the Portuguese in their voyages of discovery and 
by Christopher Columbus in his daring adventure to the 
westward, was a small structure belonging to the family 
of round ships but more graceful in shape than its contem- 
poraries, the nefs, and having narrower quarters. Also it 
was a faster sailer, more able, and was better fitted for all 
enterprises demanding speed and rapid manceuvring.” 

He adds that they had square sterns, fore and after cas- 
tles, fairly high bulwarks, a bowsprit, and usually four 
masts. 

The rig varied considerably according to period and na- 
tionality. The earlier caravels seem to have had no square 
sails although they may (after the manner of many lateen- 
rigged vessels) have carried a square sail on the foremast 
in bad weather, or for running. This practice may have es- 
tablished itself so firmly that later one of the several prevail- 
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ing types of caravels always carried a square sail on the 
foremast. 

This brings us to a statement of some of these variations 
of rig. The predominating type was a four-masted vessel 
with a square-rigged foremast raking well forward, having 
a ship’s round top, and three lateen-rigged masts gradually 
decreasing in size. The mainmast sometimes carried a round 
top similar to that on the foremast, sometimes a galley form 
of top. Another definite type also had four masts, but the la- 
teen and square sails were otherwise arranged. In this, the 
first and fourth mast carried lateen sails, while the second 
and third were square rigged. The exploits of the caravel 
were legion. Not to mention Columbus, there was the famous 
voyage of Bartolomé and Gonzalo Nodal in 1618 in two 
caravels of eighty tons each, accomplishing the circumnavi- 
gation of Terra del Fuego; the expedition of the Emper- 
or Charles V to Tunis in 1536, in which several caravels 
participated with all the pageantry and pomp to which the 
ships of that period so easily lent themselves; the voyage 
of Guillaume Le Testu (1509-72), and many others. Le 
- Testu has left us some most interesting and reliable coloured 
representations of old ships, including five caravels, in his 
wonderful “Cosmographie Universelle.’” 


1See Note 4, Appendix. 


g2 


THE GALLEON 


ALMOST every untutored person who sees a model or pic- 
ture of an old-time ship calls it a galleon. The reason 
probably is that the galleon is the type of ancient vessel most 
exploited in romantic literature. 

The galleon was primarily a war vessel. Her “great peri- 
od” was during the 16th Century and early years of the 17th 
Century. 

Less highly charged, 7.e., with less decks than her com- 
panion the great or capital ship, she was more graceful of 
aspect and probably a better sailer. Another distinction 
claimed by some writers is that the decks of the galleon had 
three divisions or levels, while the great ship had four. One 
of the peculiarities of the galleon build was the form of her 
head. Instead of the long projecting forestage or fore- 
castle of many of the larger ships of her time, the galleon’s 
forecastle ended at her stem, while a long slim beak, similar 
to that of the galley, projected far forward. The transom 
of the stern was square, the poop narrow. Clench work or 
skids strengthened the sides, but this characteristic, while 
retained in Spain, Portugal, and the Spanish Netherlands 
seems to have passed out of fashion in English ships at an 
early date. 

The fore and main masts were equipped with round tops 
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and carried courses and topsails. Galleons had also one 
and sometimes two lateen mizzens. 

Generally speaking, the running rigging did not differ, 
except in degree, from that of a much later date. Reef 
points did not form a part of the equipment. The ship on 
which Sir Francis Drake died in 1596, the Defiance, was 


probably a galleon. 
* ok * * x 


Full blow the trades adown the Spanish Main. With bil- 
lowing courses, flowing topsail sheets, and mizzen well 
distended to the gale, with boiling foam and spouts of iri- 
descent spray beneath her lengthy beak and forefoot broad, 
with gaudy pennants, and with ancient proudly flaunting in 
the breeze, the lordly galleon drives along the ocean’s track- 
less plane. What heaps of tawny gold filched forth from 
heathen fanes her orlop holds! What glittering jewels 
raped from idol forms her iron-bound coffers fill! What 
lives have sped and tears and blood have drenched the treas- 
ure that she bears! 

In vain. Afar, uplifting from the keen horizon’s blade, 
there looms a sail. In vain. Can heron foil gerfalcon’s daz- 
zling stroke? Full soon to her eternal doom amid the wav- 
ing sea-kelp’s bloom shall sift the riven frames of what was 
once a ship; and all the remnant of her proud Castilian 
crew stand cowering at the terror-laden name of Drake! 
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AN ELIZABETHAN SHIP OF 1588 


PROBABLY no episode in historic times is more replete with 
romance than that connected with the attempt of Philip II of 
Spain to invade England in the year 1588 by means of his 
so-called Invincible Armada. 

The vessels of which the Armada consisted were galleons, 
pataches, galleasses, zabias, galleys, and hulks, totalling, 
according to Hakluyt, one hundred and fifty sail including 
twenty caravels equipped with oars. A number of them were 
of considerable size. We have, in these pages, given ex- 
amples of several of these types of vessels. There were sixty- 
four galleons of a huge “bignesse.” The galleasses are stated 
to have been so large that they contained chambers of state, 
chapels, turrets, pulpits, and many features of great houses! 

The English ships were not so large, but they were more 
seaworthy, hardier sailers, and also more numerous. The 
Ark Royal, a vessel of about eight hundred tons, was the 
English flagship. Another was the Dreadnaught, among 
the first of its name, in our time, a word to be applied to a 
class of the most formidable ships of war. The fleet opposed 
to the Armada consisted of one hundred and ninety-seven 
vessels, galleons, galleasses, galleys, pinnaces, and caravels, 
the smallest being but thirty tons. Only thirty-four of this 
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number were royal vessels of war, the balance being mer- 
chant craft, fishermen, and coasters. 

Lord Howard of Effingham, high admiral of the English 
fleet, caused the victory to be commemorated in a series of 
ten tapestries. These, designed by Hendrick Vroom, an 
eminent Dutch marine artist, and woven by Francis Speir- 
ing, were known as the Tapestry Hanging in the House 
of Lords. Unfortunately, they were destroyed by fire in 
1834. But they had been reproduced in engravings made in 
1739 by John Pine, so that we have authoritative represen- 
tations of these ships as it is inconceivable that Lord Howard 
would have accepted Vroom’s designs if they had not cor- 
rectly shown the vessels composing his own fleet. 

They show several of the Spanish ships propelled by oars. 
The vessels of the larger size thus propelled are probably 
meant to depict galleasses. If these were fifty-gun ships, 
carrying on the average one hundred and twenty-five mar- 
iners, two hundred soldiers, and three hundred galley slaves 
as rowers, they must have been vessels of considerable size. 
But the pictures show them with a freeboard, too high to 
be conveniently rowed, and with fore and after castles also 
too high for vessels of this type from what we know of their 
build from other and more reliable sources. Moreover, the 
rig is contrary to what we know to have been the rig of the 
Mediterranean galleasses of the period. So we feel that 
Vroom did not make out a very strong case in this particular. 
But perhaps he wished to flatter his patron, the victor in the 
conflict, and probably the good high admiral “fell for it,” 
as is the saying to-day. 
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And what endless romances are interwoven with the after- 
math of the Armada anid its destruction. The Spanish ships 
cast away in the Orkney Islands and along the Scottish and 
Irish coasts in their mad dash to escape from their implac- 
able enemies, the romances of the intermarriages between 
the shipwrecked Spanish mariners and the women of Scot- 
land and Ireland. 

Even to-day new romances come to light, such as the 
finding of a bronze breech-loading Spanish cannon fully 
charged, a part of the armament of the Florencia, a vessel 
of nine hundred tons, blown up in August, 1588, in Tober- 
mary Bay, Isle of Mull, after her flight from the Channel. 

The invention of Robert Louis Stevenson, in such tales 
as “The Merry Men,” conjures up in the imagination the 
wild doings and far-reaching effects of this great defeat and 
victory. 
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THE CROMSTER 


IN THIS type, which enjoyed prominence in England dur- 
ing Elizabethan days and later in Holland, we find a vessel 
probably taking its name, according to Mr. Nance, from 
the shape of its stem piece. 

Instead of the stem shaped like the letter “C” which may 
have been mentioned before as a characteristic of several 
Dutch vessels, the cromster’s beak-head caused the stem 
to assume a form something like a reverse curve or flat- 
tened letter “S.” The Dutch word cromsteven, meaning 
bent or crooked stem, was the name for the counterpart of 
this vessel as it existed in the waters of the Low Countries. 

The rig seems to have consisted of three fairly constant 
features: a fore staysail extended upon a stay running from 
the masthead to the stem; a smack form of mainsail, that is, 
one extended upon a sprit, guyed near its middle and caused 
to peak up by means of a tackle rigged to its lower ex- 
tremity, and a lateen mizzen. 

In addition to these, a square sail on the mainmast with 
a small square topsail above and a spritsail were sometimes 
carried. 

Several “square-rig” features were also embodied in the 
cromsters of this period. These are the six-legged martinets, 
formed by passing three cords through the holes of a “dead 
man’s eye,” with their accompanying hauling parts, used as 
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brails for the mainsail (the counterparts of our bunt and 
leach lines of to-day), the topmast stay, set upon a sort of 
crow’s foot passing through a piece of rope nailed to the 
bowsprit to receive the legs (or should we say the toes?). An- 
other interesting feature is the peculiar yoke employed as a 
support to the topmast shrouds. 

The cromster seems to have been particularly adaptable 
as a war vessel. Sir Walter Raleigh commends it as being 
able to carry several good-sized cannon (demiculverins). 

These hoy-rigged vessels were often of considerable size, 
one hundred and eighty tons and more, quite as large as 
the Mayflower, their contemporary. 

It is reported that such a vessel was capable of mounting 
sixteen or seventeen brass cannon besides iron pieces and 
perriers so arranged that the ordnance appeared at three 
different heights, and that admirals of the early 17th Century 
sometimes hoisted their flags aboard them in preference to 
_ square-rigged ships. 

The cromster was notably too much like the hoy to permit 
the name to survive long as the designation of a separate class. 
Like so many other old-type vessels, perhaps the only place 
where one may now be seen (and then only in imagination) 
is in that mythical vortex of ancient shipping in the impene- 
trable centre of the grassy trap where it is claimed are gath- 
ered together in an inextricable tangle every form of ship 
that ever sailed the seas, from the beginning of the world 
down to the present day, if one will journey thither with Mr. 
Thomas A. Janvier in his pleasant literary vehicle entitled 


“The Sargasso Sea.” 
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A LATE SIXTEENTH CENTURY 
ENGLISH SHIP 


No VESSEL, neither the Santa Maria, nor the Constitution, 
most noted and glorious of all the warships of the United 
States, can compare in romantic interest and patriotic rever- 
ence with the properly accorded fame of the Mayflower. 
Her name is indissolubly linked with the fundamentals of 
American democratic institutions. She was the wave-rocked 
cradle of our liberties. 

And yet how little we know concerning this vessel. First 
of all, she was a ship, therefore had at least three masts. Her 
size was between 160 and 180 tons. Her master and part 
owner has been identified as one Christopher Jones of 
Rotherhithe. The name Mayflower was rather a common 
one with English vessels of her time and if the Pilgrim ship 
is assumed to be a Mayflower designated as “of London,” it 
would seem that in 1620 she was an old vessel that had served 
in the anti-Armada fleet of the year 1588. ‘The record of a 
Mayflower of London has been traced through the London 
port books, the Customs accounts, and the Admiralty Court 
records from August, 1609, to May, 1624. But there is no 
evidence other than the identity of the master linking this 
ship with the one which carried the Pilgrims to Massachu- 
setts Bay in the latter part of the year 1620. We also know 
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that on this trip one of the main beams amidships “bowed 
and cracked”; that by means of a “great iron screw” the said 
beam was raised again into its place and made secure by plac- 
ing a post under it. We know that the Mayflower returned 
from Plymouth, Massachusetts, to England in April-May, 
1621. The London port records give after this date only one 
entry of the ship of which Christopher Jones was master, 
dated October 31, 1621, when she was unloading bay salt at 
London from Rochelle, France. Christopher Jones died 
early in the year 1622 and thereafter the identity of the Pil- 
erim ship, in so far as the London Port records go, is lost. 
She was z7 ruznis at Rotherhithe in May, 1624, when, in a 
proceeding in the High Court of Admiralty, she was valued 
with her tackle and furniture at £128. This epitomizes the 
facts and strong probabilities relating to the history of our 
Mayflower. 

As to her appearance, all must be left to conjecture. We 
are pretty well acquainted with the general design of hull 
and the particulars of the rigging of ships of the late 16th 
and early 17th centuries. But as to detail of structure, or- 
nament, and interior distribution relating to the Mayflower, 
we are completely in the dark. So our illustration is fanci- 
ful to that extent. 

Weare indebted to Mr. R. G. Marsden for the facts based 
upon documentary evidence concerning the history of the 
Mayflower of London, both before and after her voyage to 
Plymouth. Mr. J. W. Horrocks, in a masterly article in 
vol. VIII (pp. 2, 81, 140, 237, and 354) of the Mariner’s 
Mirror arrays the facts and draws a number of fair assump- 
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tions from them, at the same time winnowing the wheat from 
the chaff of bushels of suppositions, most of them ridiculous, 
and breaking down several theories that not all the screw- 
presses and posts of a fleet of Mayflowers as large as the 
Armada itself could support. 
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AN EARLY SEVENTEENTH CENTURY 
DUTCH MERCHANT SHIP 


Ir Is not to be wondered at that the Dutch owe much of 
their prosperity to the sea. Their country, once largely a 
part of the ocean’s bed, cradled a people given practically no 
choice by nature in the direction of its destiny. 

And the sea displays a kind and loving heart to those 
who woo her, even unwillingly, and leads them to fortune, 
albeit sometimes grudgingly and with many chastenings. 

At the beginning of the 17th Century the people of the 
Netherlands were busy reaping the harvest of their mari- 
time enterprise, and all were anxious to have some share in 
the new world. The story of Henry Hudson’s voyage and 
ascent of the river bearing his name needs no repetition. 
And the name of his vessel is almost as familiar as his own. 

De Halbe Moén, or Half Moon, was a small merchant 
ship differing hardly at all from the type then common in 
all north European countries. She exhibited the familiar 
lines of the late 16th Century ships: a steep sheer fore and 
aft, a narrow high stern transom whereon appeared the 
crescent moon, from which she took her name. Thereon 
also were the two shields displaying the lion of the United 
Provinces and the arms of the Dutch West Indies Company 
under whose ownership she sailed. The decks consisted of 
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a short and rather steep forecastle, a waist of practically 
equal dimensions in length and breadth, encumbered with 
a ship’s boat and other indispensable dunnage, a low half- 
deck above which appeared the rounded hood of the steerage 
or position of the helmsman, and above that, up the steep 
ascent of the half-deck (which in most of the Dutch ships 
followed the line of the sheer), a diminutive poop cabin. 

The rigging was simple but adequate. Chains secured 
the lower deadeyes to the vessel’s side, the chain wales be- 
ing set rather low. The bowsprit was furnished with a jack 
staff, the immature precursor of the spritsail topmast. 
Rather ineffective backstays leading to the stays and crane 
lines were still in use. The fore and main masts bore courses 
with bonnets and the high narrow topsails of the period, 
without reef points. The continental form of jeer with the 
high drisse and ram’s head was conspicuous, while the knave- 
line was still employed to circumvent the knavish tendency 
of the large jeer-tackle block to cable-lay. It will be recalled 
that a piece of cordage named a nave line in a nearly similar 
position was later employed to overhaul the old-fashioned 
trusses upon the lower yards. 

Three hundred years are but a short time in the history of 
the civilized world, but witness what the magic of the sea 
has wrought in the destiny of those favoured by her! Hol- 
land has indeed lost nearly all her holdings in the western 
continent, but she is still far from poor and she owes prac- 
tically all her wealth and prosperity directly to her maritime 
commerce. 
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As WE have said elsewhere, the early sailing vessels were 
usually rotund. There is something compelling about this 
characteristic and whether it be in a person, an animal, or 
a vessel, liberally curved lines almost always make us react 
rather pleasantly, as if that quality were associated with jol- 
lity. 

Well, the buss was one of those jolly-looking rotund ves- 
sels. She was replete with pleasantly full curves. The bow 
was rather high and the stern piece much like a segment of a 
circle; the poop narrow, with bulging quarters, and she had 
a full sweeping steer. Her rig consisted usually of three 
masts, the after one short and fitted with a sail employed prin- 
cipally for riding with her head to the wind. The fore and 
main masts were so equipped that they could be lowered, thus 
offering less resistance to the wind when the boat was riding 
to its nets, for these vessels were employed principally in the 
herring-fishing industry. Usually a single square sail was 
carried on each of the two larger masts, although some- 
times there was a square main topsail. At times a sort of 
studding sail was used and occasionally a jib on a tempo- 
rary bowsprit. The foresail usually had two bonnets and 
the mainsail one. 

While the average size was from fifty to seventy tons, 
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busses were sometimes said to be as large as two hundred 
tons. The length, on the average, was fifty feet on the keel 
with a beam of about sixteen feet. In England during the 
17th Century the maximum cost of such a vessel is said to 
have been about £260. 

It has been said that the City of Amsterdam was built upon 
herrings; now, as the busses were principally employed in 
former times by the Dutch fishermen, in catching these same 
herrings and carrying them ashore, why may it not be 
also claimed that the buss is really the underpinning of that 
cityP And what could be more appropriate for a Dutch 
dam than to have a floating foundation? 
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THE DUTCH GALLIOT 


For some unknown reason, probably for the same one 
that has attributed to Homer occasional somnolent qualities, 
Jal has failed to include in his “Glossaire Nautique” under 
the head of “Galiotte,” any mention of this type of vessel. 
Falconer likewise. But Lescallier describes it in his text and 
gives illustrations both of the galliot and of the koff, a vessel 
similar in hull but of a different rig. His text says that most 
of the galliots are equipped with lee boards, but his illustra- 
tion of this craft does not show them. 

The Dutch galliot was and still is a chubby craft having 
an almost perfectly circular bow and a similar stern, hav- 
ing also nearly flat sides. The stem piece was formed much 
like the letter “C.” In size it varied from fifty to three hun- 
dred tons. A hundred years or more ago its rig consisted 
of two masts, the foremost of which with a topmast scarfed 
on carried a trapezoidal sail hoisted upon a gaff and a 
square topsail. There were several jibs extended on a quite 
long bowsprit having little steeve or inclination. The after- 
mast carried a small mizzen or dandy. 

A distinction seems to have been made between the gal- 
liot and the koff, but pictures of 18th Century koffs from 
contemporary Dutch sources look very similar to those of 
galliots, as they are rigged substantially as above described. 
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Again, it has been authoritatively stated that koffs are both 
ketch rigged and schooner rigged. The illustration of the 
koff given in Lescallier alongside of the galliot is a sort of 
schooner rig supplemented by a small mast right aft with an 
out-rigger but with no sail thereon. This view shows lee 
boards. But the Dutch authority states that “the true koff 
has no lee boards; when she has, she is a koff-tjalk. Now 
the ¢jalk is still another sort of Dutch vessel. So we seem to 
be getting into deeper water than is to be found almost 
anywhere along the Dutch coast and so had better abandon 
a further discussion of the subject by concluding with a quo- 
tation of Mr. L. G. Carr-Laughton’s surmise upon the mat- 
ter. He says: “It seems probable therefore that the name 
denoted not the rig but the form of the hull or the employ- 
ment of the vessel.” 

This latter clause interjects a new element into the al- 
ready too complicated discussion. Therefore we commend 
any one who feels so inclined to pursue the subject further 
in the language of the land of origin of these vessels, and if 
he is successful in mastering the intricacies of its naval ter- 
minology and in extricating us from the hole into which 
we have fallen, he is certainly entitled to high praise as being 
able to “beat the Dutch.” 
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AN ENGLISH CAPITAL SHIP OF THE EARLY 
SEVENTEENTH CENTURY 


TRAGEDY may be called one of the children of romance. 
And the Sovereign of the Seas is part and parcel of one of 
the grimmest tragedies ever enacted in the annals of any 
country. 

When Charles I ascended the English throne in the year 
1625, he seemed indeed the favourite of fortune. Endowed 
with a fine mind, accomplished, a gentleman to the tips of his 
fingers, assuming the reins of government at a time when 
the great strides made in the commerce of his kingdom and 
the budding colonies in the New World required govern- 
mental encouragement to the shipping of the realm, it was 
obvious that, to a man of his intellectual capacity, the navy 
should have been an object of especial solicitude. 

Scientific principles were being applied to ship-building 
in England as well as elsewhere in Europe. The Pett fam- 
ily, hereditary naval architects, as it were, to the royal 
family since the days of Henry VII, was at this time repre- 
sented by Phineas Pett, father, and Peter, his son. The laws 
of the motion of solid bodies through fluids were studied and 
applied. Experiments and rule of thumb were giving place 
to scientific methods. 

The Royal Prince, one of the finest and largest vessels 
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launched up to that time, apparently only served to urge 
Charles to improve upon improvement. He duly commis- 
sioned his shipwrights, including Phineas Pett, to build a 
larger and still finer vessel. 

The result was the planning of the Sovereign of a Seas. 
Launched in 1637 this vessel was one of the largest seagoing 
ships theretofore ever constructed. Nor was her size more 
remarkable than were her ornamentations. Covered from 
stem to stern with most elaborate wood-carvings, her long 
beakhead crowned with a mounted efiigy of King Edgar, 
the conqueror of Saxon England, trampling under his 
charger’s hoofs seven fallen monarchs whose shorn beards 
bordered his mantle, the many badges of honour ennobling 
its sides, a cupid riding a lion terminating the stem-head, the 
curved forecastle (Pett’s latest invention) displaying an 
elaborate allegory of the ideals of his Royal Master, the as- 
tronomical panels along the vessel’s sides, the glories of 
Olympus with its gods and goddesses displayed on the quar- 
ter galleries, the still more splendid stern, embellished with 
other allegorical and biblical figures, designed to represent 
the ship’s glorious career, the whole blazing with gold and 
colour, the possible but not too probable royals, the endless 
streamers, picturesque but hardly practical, all combined to 
form an effect of pomp and promise as radiant as the King’s 
own. | 

But alas, the very measures which made for greatness 
and romance made also for ruin. Everyone knows the story 
of the resistance to the collection of the ship money tax, of 
Charles’s insistence upon his divine right to override con- 
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stitutional government, of the rebellion, the revolution, and 
of the sad procession to the block at Whitehall on January 
30, 1649. 

The Sovereign of the Seas was no more a success in 
her element than her royal originator was upon the land. 
During the Commonwealth she was mutilated by losing, 
like the monarch, not her head, but by being cut down a 
whole deck, because she had proved to be top-heavy. 

Laid up for a complete rebuilding at Chatham in 1696, 
she was totally destroyed by fire. 
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of cAbout The Year 1670 


AN ENGLISH SIXTY-GUN SHIP OF ABOUT 
IHE YEAR 1690 


THE war vessels of two hundred and fifty years ago were 
rated according to the number of guns carried. 

Generally speaking, at about this time, a vessel of one 
hundred guns and upward was called in some navies a ship 
of the first rate; those having in the neighbourhood of ninety 
guns, second rates; those having from sixty to eighty guns, 
third rates; from fifty to sixty guns, fourth rates, and so on. 
Ships having fifty guns or more were designated as ships 
of the line, z. e., those which fought in the line of battle, as 
vessels of less than fifty guns were not generally supposed 
to be placed in that position. 

Ships of the line usually carried their batteries on two 
or more decks. The figures as to armament given above 
were flexible and varied both as to locality and period. 

Prominent among the various appliances with which all 
vessels were from most remote times equipped, was that re- 
quired for raising the anchor. Several machines were in use, 
but the most generally employed was the capstan. Nearly 
everyone is familiar with that piece of machinery. It con- 
sists of an upright cylinder rotated on an axis in the vertical © 
plane of the vessel’s keel by means of levers called capstan 
bars. The anchor cable or other rope to which power is to be 
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applied passes three or more times around the capstan, and 
as the hands walk around pushing on the capstan bars, other 
hands, continually holding the rope taut, gather in the slack. 
The capstan bars were formerly held in place by a light 
rope passing through horizontal holes in their extremities. 
This rope was called a swifter. 

To show an example of the complexity of marine termi- 
nology, there were not less than three sorts of swifters used 
on a ship. 

The Leconsfield Manuscript, an early 17th Century 
treatise upon the rigging of ships, thus describes another 
variety of swifter: “Thei ar as big as the shrowdes and fas- 
tened to the head of the mast and chaine wales as the 
shrowdes. ‘Ther ar 2,on[e] oneach side. They serue only 
to stay the mast and beare with the shrowdes.”” This means 
that they constitute the first or the farthest forward of any 
set of lower shrouds. 

In order to tighten the shrouds quickly when it was not 
feasible to set up on the lanyards in the deadeyes, another 
device was employed. A single block was seized inboard at 
the same height (about twenty feet above the deck) to each 
shroud. A rope also called a swifter was then passed back 
and forth diagonally between these blocks so that each in 
turn was brought into the system. When the swifter was 
boused taut, it constricted all the shrouds equally on both 
sides by hauling both sets inboard, thus taking in any slack- 
ness. This custom was pretty generally followed until wire 
rigging superseded the old fibre cordage. 
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THE FLUTE 


Durinc the 17th Century the flute was the high chieftain- 
ess of the round-sterned tribe. As a carrier, she seems to 
have replaced the hulk among the traders of northern and 
western countries. 

In appearance, her peculiarities were marked. In the 
early years of the 17th Century one would have seen a 
stubby stiff bow extending into a form of curved beak, just 
then very much the style. A side view would have shown a 
well-curved sheer with a stern which rounded generously to 
the stem post as high as the top of the rudder. Above this 
an abnormally narrow and lofty transom was joined by 
steep rising sides to form a much constricted poop. 

Between these upper and lower parts of the stern and di- 
viding them transversely one would find that peculiar hol- 
low or cove which shows as a characteristic of so many of 
the ships of the 14th and 15th centuries. 

The flute was ship rigged, and as such her development 
in rig was upon similar terms with her square-tucked and 
round-tucked sisters. There were no marked peculiarities in 
this respect to differentiate it from other ships of the period. 
Many of the later flutes were armed, and it may be that it 1s 
perhaps because their guns were carried upon a single deck 
that there arose the expression, armed en flute, referring to 
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a ship with guns upon its upper deck only, the lower decks 
being used for the stowage of goods, horses, troops, etc.; in 
other words, an armed transport. There seems, however, no 
particular reason why the flute should have been selected to 
furnish this term to fit such a combination. Any other ship- 
rigged vessel carrying guns upon a single deck would have 
served as well. It is a problem that will have to be left to 
the etymologists. 

The flute seems to have been a popular form of hull, as 
many contemporary representations of her appear in the 
prints and paintings of nearly all the countries of western 
Europe. Mr. Nance tells us that it was in such ships as this 
that the tar, timber, and other articles which Holland could 
not produce for her own ships would be brought from the 
north in exchange for manufactures and goods imported 
in her bottoms from far-distant regions. It was a favourite 
form in Holland, a land of round-sterned vessels, and 
it is more than probable that many flutes crossed to America 
and performed important réles in the development of the 
Dutch colonies in the new world. So far as is known to the 
author, no particular vessel of those whose names are re- 
corded has been identified as a flute. Perhaps records still 
exist that would furnish this information if occasion de- 
manded. 
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A LATE SEVENTEENTH CENTURY FRENCH 
SHIP OF THE FIRST RATE 


WHILE a considerable advance in size had been made dur- 
ing the latter part of the 17th Century in the French ships, 
owing to the intelligence and energy of Coibert and Lou- 
vois, the able ministers of Louis XIV, in England and 
in Holland the tonnage of the larger vessels of war was 
not materially greater than at the beginning of the century. 

The Sovereign of the Seas, until her destruction in 1696, 
one of the largest vessels of the British Navy, measured 
about one thousand six hundred tons. The Duke, launched 
in 1685, measured one thousand five hundred and forty-six 
tons; the Royal William, launched in 1692, had a tonnage of 
one thousand three hundred and forty.- These were all first- 
rate ships. The last named ship was never a success. She 
was cranky and carried her guns badly. Sir Cloudsley 
Shovel, one of the most brilliant officials of the time, com- 
plained bitterly of the poor construction and equipment 
of the English vessels. 

Not so the larger French ships of this period. The Soleil 
Royal, one hundred and eight guns, was of one thousand 
nine hundred and forty tons; the Royal Louis measured 
about one thousand eight hundred tons. 

Moreover, the French ships had better lines, were 
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roomier, and carried their guns to more advantage. Artis- 
tically also at this time they were far superior to their 
contemporaries. 

Such great sculptors as Nicolas Lavray and Pierre Puget 
laboured to extend the glory and magnificence of Le Grand 
Monarque by lavishing the richness of their imagination 
upon the embellishment of the ships of Le Roi Soleil, while 
a no less famous person than the King’s own painter, Le 
Brun, designed the ornament for the Soleil Royal. 

Many of Puget’s original designs for ship decorations 
are preserved in the Musée du Louvre as well as several 
superb pieces of wood carving executed (for a like purpose) 
by his own hand. 

His designs for the great ship’s lanterns carried at the 
stern are particularly graceful. We show in the appendix 
several forms as employed in different countries at about 
this period. These beacons gleaming across the waves at 
night lighted up the richly gilded ornament on the sterns 
of the great fabrics as they moved majestically beneath the 
silent stars or under cloud-swept, tempestuous skies, the har- 
bingers of romance and the playthings of royal ambition. 
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A DUTCH SHIP OF THE END OF THE. 
SEVENTEENTH CENTURY 


It may be of interest to make a few comparisons between 
the ships of the United Provinces with the contemporaneous 
vessels of other European countries during that most in- 
teresting period in the development of naval architecture, 
the last decades of the 17th Century. 

The ships of Holland during this epoch were on the whole 
somewhat smaller than those of the more formidable of her 
naval rivals—France, Spain, and England—based upon an 
approximately equal rating so far as armament is concerned. 
Again, they had much flatter floors with more square bilges 
and drew less water in order to clear the shoals abounding 
near the coast of the Low Countries. Their forefoot had 
considerably more rake. The beak-head was usually longer. 
The sterns varied in construction, although the Dutch meth- 
ods seem to have been patterned to a certain extent upon the 
French. The dissimilarity of treatment of the ornament 
upon the sterns made them look quite unlike. The forecastle 
bulkhead in the Dutch ships showed a marked variance 
from the English both in form and in relation to the cat- 
heads. Another peculiarity of the Dutch ships is the “clap- 
board” effect of their clinker-built upper works. 

In the rigging, some difference may be also noted. The 
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masthead caps of the Dutch ships were much wider, and in 
side view showed a sort of serpentine line, being consider- 
ably thicker in the aftermost portion. This thickened curved 
part was so designed in order to carry without too much nip- 
ping the jeers passing over it instead of through large blocks 
which in the English ships hung below the cap. The form 
of the combined lift and sheet block at the end of the yards 
was also notably different. 

Sometimes it is difficult to differentiate between some of 
the Dutch and Scandinavian vessels because the Danish 
and Swedish shipwrights followed Dutch methods closely, 
while Peter the Great of Russia actually worked in the 
shipyards of the Netherlands in order to be able to reproduce 
their methods in his own country. 
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THE KETCH 


LIKE many variations from more or less fixed and per- 
manent species, the evolution of the ketch also shows us 
marked changes from time to time in a type which was 
itself a derivation (so far as rig goes) from the three-masted 
ship. 

Probably no more apt concept of a ketch can be formu- 
lated than that employed by Mr. R. Morton Nance, “a ship 
without a foremast.” To trace the etymology of the term 
“ketch” would be perhaps almost as complex as to define 
and state in order its many successive changes in rig and 
hull. It may be stated with reasonable assurance that the 
word is derived from the 15th Century English word “‘cache” 
as applied to a cargo boat, being the same in its older form 
as a “catch.” 

Glanville (1625) tells us that “catches being short and 
round built, be verie apt” (convenient, not liable) “to turn 
up and downe, and useful to goe to and fro and to carry mes- 
sages between shipp and shipp, almost with any wind.” 

We know little of the early rig of ketches and perhaps, as 
is so often the case in early times, the word applied originally 
to the form of hull rather than to the rig. 

At all events, it is not until we arrive at the 17th Century 
that we are upon at all firm ground. This would seem rather 
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of an Irishism in treating a subject so closely identified with 
such an unstable element as the sea. That which holds our 
interest more than anything else in connection with ketches 
is a twofold development of the rig, for we may disregard 
differences of hull and, in so far as the limits of this article 
goes, confine ourselves to a discussion of the vessel’s apparel. 

The ketch rig in a way became at an early date closely as- 
sociated with what would then have been called a yacht 
hull. But the vessel would then have been called a yacht 
only if it were hoy rigged; if, on the other hand, the vessel 
had square yards and a mizzen, it was called a ketch.” 

As an illustration of the variation in terminology and as 
demonstrating how the requirements of a particular usage 
may effect a certain type of craft, the necessity of providing 
a space free from obstructions, for use as a floating mortar 
battery, may be considered. A vessel without a foremast, with 
a mainmast stepped amidship, with a mizzenmast, both 
masts rigged similarly to a ship, and with a stout chain for a 
mainstay, the forward part of the vessel being equipped with 
mortars having a free range abeam and forward, was called 
a galliote a4 bombes in France and a bomb ketch in Eng- 
land. Both the French and the English types were usually 
pink sterned. The French example naturally enough took 
its name from the Dutch galliot. 

The illustration shows the rig at its nearest point of con- 
tact with the late 17th Century and early 18th Century ves- 
sels.’ 

1See Note 5, Appendix. 
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AN EIGHTEENTH CENTURY SEVENTY-FOUR 
GUN SHIP 


THE ship of seventy-four guns may be said to have been, 
during the “great period” of wooden sailing ships, the man- 
of-war par excellence. It was the most popular sized ship 
among the great European naval powers as is evidenced 
by the fact that at the end of the 18th Century there were 
more seventy-fours both in the English and in the French 
Navy than ships of any other class. The word class is 
here intended to mean any particular type of approximately 
a like tonnage having the same number of guns. Thus the 
frigates, while collectively more numerous, varied consid- 
erably in size and in the number of guns carried. 

Mr. John Masefield has said that a modern sailor, accus- 
tomed to the keen iron ships of the present day, would have 
called such a ship a “sea-wagon,” qualified or otherwise, 
before spitting and passing by. But when the great sails 
were set, and the hull began to move through the water, the 
cumbrous fabric took on attributes of beauty and nobility. 
There has been perhaps no such beautiful thing on earth, 
the work of man’s hands, as an old seventy-four under sail. 

Antiquity may lend charm and romance to the edifices 
erected on land by the great architects and artisans of the 
past, but how much more charm and romance surrounds 
those masterpieces of the naval architects and constructors of 
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bygone days, those creations, destined to struggle against the 
destructive forces of winds and waves, of fire, or treacherous 
shoals and uncharted rocks, those structures whose very lack 
of permanence in substance has been the means of strength- 
ening the memory of their beauty in the mind of man! 

The French seventy-fours were not substantially different 
from their peers (or should we say peeressesP) in other 
navies. There was, however, one feature quite distinctive, 
the form of the stern transom. At this period, the outline of 
their sterns above the lowest member was almost a perfect 
ellipse. Otherwise, at a distance it would have taken a 
practised eye to discern such differences of rig as existed. 
These fine distinctions are as intangible and yet as manifest 
to the trained eye as are the differences to be noted in old 
porcelain and glass by that of the connoisseur. If you had 
asked an old sailor how he recognized such and such a vessel 
as being of this or that nationality, he would probably have 
answered “by the cut of her jib.”” This subtle differentiation 
would have left most folks not much wiser than before. 

Most of the larger French ships of the end of the 18th 
Century had built-in waists; that is, wide permanent struc- 
tures joining the forecastle and the quarter deck. In the 
English ships there were sometimes light removable gang- 
ways serving as a means of communication on the same 
plane between these two parts of the vessel, but in many 
others a person passing between these stations would have 
been compelled to descend one ladder and to ascend another. 
The illustration shows a French seventy-four, the Terrible, 
captured by the British about the year 1747. 
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“THE Governor and Company of Merchants of London 
trading to the East Indies,” as was the early official name 
of the Honourable East India Company. It was a creature 
of high privilege. Chartered in the year 1600, it maintained 
its lucrative and exclusive trade, sternly suppressing all 
competition by other British subjects—“interlopers” they 
were called—until its unrepublican character at last pene- 
trated the callousness of English statesmen at the end of 
the 18th Century. 

The Company’s ships were well armed and heavily 
manned. Pirates both of eastern and western provenance 
were always to be feared, while the numerous wars in which 
England participated during the term of the Company’s ex- 
istence rendered it necessary to be well prepared for emer- 
gency. 

It was in the form and build of the hull that the Indiamen 
differed from the contemporary warships. As cargo car- 
riers, the full underbodies, flat floors, sharp turns of the 
bilges and quick rises, stamped them as slower and more 
capacious fabrics. 

Again there were many practices in rigging peculiar to 
the merchant service. To cite some instances, one might 
mention the form of halyards, of some of the stays, the fit- 
tings of studding-sail booms, and the lead of many ropes. 
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Studding-sails were one of the stand-bys of the Eastern 
trader. With fair winds and good weather, they sometimes 
sailed incredible distances without changing the position of 
a tack or sheet, although sail was always shortened at night. 

The illustration shows a ship which might be easily taken 
at first glance for a war vessel. But if we could have a look 
at the arrangement of the decks, we would soon see a de- 
cided difference. 

Fortunes were quickly acquired in this commerce, in 
which the ship’s master not infrequently shared, for he was, 
under certain conditions, permitted to trade on his own ac- 
count in a space in the ship’s hold especially set aside for 
him. A single voyage often netted the master as much as 
£10,000! 

Richly dowered daughters were common among the East 
India merchant princes, whose dollars matched and over- 
matched patents of nobility and decorations. If the romance 
of many of the marriages of money with position waned 
with the honeymoon, there was enough.of it in the wealth 
of the Indies to lure new generations to the same practices. 

And the long voyages to and from far-off Bombay and 
Calcutta, with the blue boundless ocean stretching out on 
all sides, the constant companionship, the occasional days 
and nights of terror, all were rare settings to affect young 
and impressionable hearts. And if this sort of romance is 
not the true romance of the sea, it is at all events its certain 
corollary and the foundation of many a happening which 
no one would hesitate to call romantic. 
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THE LUGGER 


NExt to the galleon there is probably no old-time vessel 
which appears to appeal more strongly to the popular 
imagination than does the lugger. 

Nearly everyone is familiar with the quotation from the 
_ time-honoured melodrama uttered in a stage whisper, “Once 
aboard the pirate lugger and the girl is ours!” For the lug- 
ger has been long associated in fancy and in fact as well with 
piracy, smuggling, and deeds of violence. 

With their lugsails flattened like boards, these craft not 
only out-pointed but out-sailed the lumbering revenue cut- 
ters set to the task of catching them, with as little chance 
as the proverbial snowball in the infernal regions. So much 
so that by an English statute the beam of luggers was so 
regulated that it was a crime to build or operate one of too 
narrow dimensions. And as a necessary corollary, armed 
luggers were introduced into the custom’s service on the 
principle of setting a thief to catch a thief. 

A chart published as early as 1586 shows a two-masted 
vessel with what appears to be a lugsail forward equipped 
with vangs and a bonnet, a bowsprit, a spritsail, and a la- 
teen mizzen sheeted to an outrigger. 

Lugsails are also mentioned by many of the writers of 


the 16th and 17th centuries. 
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An early picture of a lugger (1794) shows a three-masted 
craft with lug topsails on the fore and main carried upon 
topmasts erected behind their respective masts. 

There are two theories advanced for the origin of the 
lugsail, some claiming that it is a lateen sail bereft of its 
forward apex, while others contend that it was derived from 
the square sail, the yard of which, at its point of juncture 
with the mast, being fastened at a point approximately one 
third of its distance from one end instead of at the middle. 
As the sail was in vogue in both southern and northern 
waters, both claims may be correct. 

The luggers before the days of steam navigation were the 
furnishers of the fleets anchored in bad weather in the 
Downs and other harbours of the Channel ports. They 
were also great wreckers and slavers. It is believable that 
from their extortionate charges for these services they easily 
earned an unenviable reputation as pirates to which their 
associated trade in contraband contributed not a little. 
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THE HOWKER 


Or THE round-sterned genus and a near relation of the 
buss and the dogger, was the howker. This spelling is pre- 
ferred to hooker, because Mr. H. S. Vaughan has pointed 
out, with considerable force, that the English and Irish fish- 
ing boats really receive this name because they are generally 
employed in fishing with hooks and lines. 

So that we will confine ourselves to discussing the 17th 
and 18th Century craft of the name, the Houcre or Hourque 
of the French and the Hoecker of the Dutch, when the how- 
ker was a ship of burden ranging in size from fifty to two 
hundred tons. | | 

The earliest illustration of what may be a howker is 
to be found in the original Mariner’s Mirror of 1588. In 
the year 1669 there were armed French vessels of this de- 
scription. Van Yk (1699) gives the design of a hoecker for 
the East India service, and the three 18th Century writers, 
Aubin (1702), Lescallier (1777), and Steele (1794), all 
give cuts of the type. The hull had a rounded stubby bow, 
a curved stern, a high rudder with a tiller coming in above 
‘the stern post, double wales, and often a cabin aft under a 
small poop deck. 

The rig varied somewhat according to period and local- 
ity, but by the beginning of the 18th Century resembled 
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closely the ketch of the period. Lescallier’s and Steele’s 
illustrations show a pole mainmast but the mizzen topmast 
is a separate spar. The bowsprit was rigged to one side of 
the stem and could probably be hauled inboard. 

After the year 1800 the term howker seems to have been 
applied to many one-masted vessels, probably for the rea- 
son, as pointed out by Messrs Alan Moore and R. Morton 
Nance in their admirable article upon this vessel in the No- 
vember, 1911, issue of the Mariner’s Mirror, p. 293, that 
the trading howker had become obsolete. They state that in 
its other form the word “hooker,” which they employ, has 
a colloquial meaning as “packet.” This does not agree with 
our New England nautical slang. “Hooker,” with the sea- 
faring folk of the eastern coast of the United States, is a term 
of contempt. Many years ago, when, as a boy, the writer ex- 
pressed his admiration for a certain schooner hailing from 
Tuckertown in Barnegat Bay, his mentor, Captain Adel- 
bert Cramer, from whom were acquired his first instruc- 
tion and interest in affairs nautical, spat vigorously to lee- 
ward, and remarked contemptuously, “That old hooker!” 
leaving his pupil abashed. 
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ANOTHER small square-rigged craft formerly in use along 
the coasts of Brittany was the bugalet. The name was known 
in the 17th Century. The rig formerly consisted of two 
masts, the after one much larger than the other, bearing a 
large square sail surmounted by a topsail. The foremast, 
much smaller than the other, also carried a square sail much 
smaller in area than the after lower sail. There was no top- 
sail on this mast. The boat was also equipped with a bow- 
sprit set with one or two jibs. 

In later times its rig was much similar to the English 
brigs. The date of its appearance seems to be unknown, 
as well as the derivation of the name. 

In the manuscript archives giving the “Condition of the 
French Marine” for the year 1690 and included among 
the “Bastiments Interiompus,” z. e., those not included in 
the regular classification of vessels, two bugalets, or models 
de vaisseau, are reported as being at Brest. Why they should 
have been referred to as models of ships of the line, as the 
word vaisseau was then commonly employed, is difficult 
to understand because this small boat has little in common 
with the capital ship of the period. 

The greater convenience of the fore and aft rig, especially 
for smaller vessels, together with its greater efficiency when 
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sailing close to the wind, probably accounts for the disap- 
pearance of many of the smaller square-rigged craft. 

The profession of the sailor is one of the most conserva- 
tive in the world, particularly among such an immobile 
race as the Bretons, and it would not be safe to assert that 
some examples of the bugalet do not still exist along the 
Brittany littoral. No record, however, of even a recent use 
of the word has rewarded the researches of the author. 


170 


i! 


— 


aN 


———— ae 


\ ", 


AN EIGHTEENTH CENTURY FRIGATE 


WHILE the word “frigate” is in itself not in anywise as- 
sociated with the notion of decks, it is that portion of the 
ship’s structure which immediately becomes important in 
any discussion of the type of vessel bearing that name. 

It seems improbable that the decks of the very early ships 
were flush, that is, that they ran from end to end of the ship 
without a rise or fall somewhere. If we consider the evi- 
dence furnished by the concrete examples of ancient Scan- 
dinavian ships actually before us, ‘we see that they had 
short decks forward and aft at about the same level relative 
to the keel and a long lower one amidships. The question 
of the level of decks has aroused a great deal of controversy. 
Without expressing an opinion upon the correctness of 
the several contentions, it is unquestionably a fact that at a 
comparatively early day a new style of arrangement of 
decks made its appearance. This was accomplished by the 
installation of a continuous platform running from end 
to end of the ship without a break. Such a manner of con- 
struction was called “frigate fashion.” Once introduced, 
the idea took hold rapidly. The earlier ships constructed by 
Peter Pett in the beginning of the 17th Century were said to 
be built in this wise, notably the Sovereign of the Seas of 1637. 

On May 3, 1696, Sir Peter Pett wrote a letter to Mr. 
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Samuel Pepys in which he said, “Many years ago I gave Sir 
Christopher Wren the draught of an old-fashioned ship 
and another of the frigate fashion that he might see the 
difference of them.” 

The term “frigate” in its more restricted sense is quite 
another matter. Normally, and disregarding earlier appli- 
cations of the term, the word has been used to describe one 
of the smaller types of warships, one having, say, from 
twenty-four to fifty cannon. This armament was carried 
on flush decks. Some of the smaller frigates were provided 
with oars as a supplementary means of propulsion. 

The frigate was more or less of an ocean free lance. Many 
of them were designed for speed and they were particu- 
larly efficient as commerce destroyers. During the latter 
years of the 18th Century the French led the world in de- 
signing ships, and their models were willingly followed by 
both English and American naval constructors. 

Josiah Humphreys, in designing the first three Ameri- 
can frigates, Constitution, Constellation, and United States, 
launched in 1797, followed what he called ‘“‘the best French 
method.” 

The numerous single-handed combats between frigate 
and frigate are among the most stirring narrations in the 
annals of naval warfare. When steam power was intro- 
duced into naval vessels, many of the frigates were equipped 
with steam. With the coming of armour plate, the type 
disappeared, and now, with the exception of a few examples 
preserved for their historical interest, they have ceased to 
exist. 
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THE FELUCCA 


THE Mediterranean Sea has been one of the great mothers 
of ships. Her children have been quite as numerous as the 
proverbial old woman who lived in a shoe. But unlike that 
prolific but futile female, she has known exactly what to do 
with her children during all the ages. 

From the earliest times to the present the landlocked, tide- 
less sea has developed and multiplied her progeny, sending 
them to the uttermost ends of the earth, enriching them, 
chastening them, fostering them. There have been quarrels 
among them, as is ever the fashion in large families, many 
have died off, and of some lines many have changed so that 
even their sisters would not know them now. 

Among the strongest of the stock was the galley with 
its great lateen sails, and to this family belongs the felucca. 
Jal derives the name from the generic Turkish word “fulk,” 
meaning a ship, and this seems a likely source. 

Of the vessel itself, many have been the varieties classed 
under the name, sometimes with one mast and a triangular 
sail, at others bearing two masts with lateen sails, some with 
oars and some without them. 

The characteristic Catalanean felouque of Jal’s day with 
masts inclined well forward, equipped with high triangular 
sails, often had, on each side of the stem, a painted eye after 
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the style of those which ornamented the prows of the ancient 
Egyptian and Greek ships. The lateen sail with its high 
pointing whippy yard is much better suited to the lighter 
and dryer winds of the south than to the heavier airs of the 
northern seas. At the slightest increase of velocity the yard 
bends, spilling the wind, to resume its lofty position when 
the gust passes, and ready again to catch the faintest zephyr. 

It is a poetic word, felucca, and worthy to have been 
celebrated in verses such as were written by the immortal 
bard ‘of progress, Byron. 

With its sails set upon opposite sides when running free 
before the wind, like hare’s ears, as the French say, it lends 
its unfailing picturesqueness to every glimpse of the sea, 
a snowy spot upon the aquamarine waters, recalling to 
such of us as are willing to listen the many romances of the 
Mediterranean, the cradle of our western civilization. 
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THE BARQUE PROVENCALE 


SMALL craft in great variety are to be found everywhere 
in the Mediterranean differing both in the form of hull and 
in apparel. Many of these are quite generally called barks, 
but the term is generic. 

In southern Europe the inclination toward the lateen saii 
was strong and as we have noted elsewhere, with good rea- 
son. But the lateen may there be seen combined with both 
square and fore and aft sails. 

The barque provencale did not differ materially from 
other small vessels, called elsewhere than along the shores 
of the Mediterranean by other names. 

Characteristics of the galley were incorporated into the 
hull of the barque, notably in the beak, useful in providing 
a stout support for the rigging employed in operating the 
forward portion of the long antenne of the lateen sail near- 
est the bow. The mainmasts of these barks usually consisted 
of a straight pole, a pzble, with three yards rigged after the 
manner of the poleacre. The foremast, as may be seen, is 
the lateen dear to the hearts of the mariners of the Mediter- 
ranean Sea, the heritage of centuries. It is a cumbersome 
sail to handle, but that seems to make no difference to the 
conservative mind of the sailor man. Often smaller lateen 
sails on shorter yards were substituted in place of the larger 
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ones as occasion demanded, this being a simple way of 
shortening sail, although it would seem as if the larger la- 
teen, with its long yard, when removed to make way for its 
smaller substitute, would be more or less “in the way” when 
lying on deck. 

The skippers of these small craft were and are hardy and 
bold but usually ignorant of even the fundamentals of navi- 
gation. Quite often they cruise without even a compass, 
but on such voyages it is safe to say that they never ven- 
ture out of sight of land. 

The writer recalls seeing a few years ago, drawn out on 
the beach at Amalfi in Italy, a number of boats designated 
by the natives as barche (barks) ranging between ten and 
sixty tons. In nearly all of the hulls archaic forms could be 
seen. They were decorated in most florid fashion. Many 
had “eyes” painted on their sides near the stem. The diver- 
sity of rig was noticeable. Fore and aft sails were in the 
majority, but the lateen rig was still retained by a few. Un- 
fortunately, there was nothing in the gathering that in any 
wise resembled the square-rigged barques of a century ago.’ 


1See Note 6, Appendix. 
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THE TARTANE 


BAUGEAN says that the name of tartane is applied quite 
generally in the Mediterranean to medium-sized vessels hav- 
ing one large mast and a small mizzen, the latter either car- 
rying a square sail or alateen. His illustrations of tartanes 
do not bear him out, however, and what he probably meant 
to say was that the mainmast sometimes carried a square 
sail or a lateen or perhaps both. In his view of the Neo- 
politan tartane, he shows us a vessel similar to our illustra- 
tion, while in another picture we see a small two-masted 
vessel with a large lateen on the mainmast, above which 
appears a square topsail and above that a top gallant of two 
triangular parts, one on each side of the mast. This latter 
is a Mediterranean form, dating back to Roman times. 
(Compare the Roman cordita, page 50.) 

It will be seen that it is the small mizzen of the Neopolitan 
craft which carries the lateen, while the mainmast is fitted 
with square sails on a pole mast or @ pzble. It may be noted 
also that the jib is a very large one, carried upon a sprit ex- 
tending a short distance beyond the pronounced elongation 
of the stem—a decided galley feature. 

Another reminder of the galley is the structure consist- 
ing of two boards, one on each side, projecting aft from 
the stern, joining some distance from the hull, and serving 
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as the support for the outrigger pole, to the extremity of 
which is affixed the block for the sheet of the mizzen. This 
extension, sometimes very elaborately ornamented, is to be 
seen also in the craft of many Mediterranean countries, 
including those of Turkey. The mizzenmast also serves to 
hold the brace blocks of the two upper square yards of the 
mainmast. 

The hull of this tartane is drawn in at the stern rather 
sharply so that the craft is really a double-ender. Notice 
that the stern post comes all the way up to the top of the 
after-deck. ‘The rudder head rises above this end and the 
tiller leads forward between the sides of the outrigger struc- 
ture, also a very ancient form. 

Many of the lateen-rigged craft, when the wind became 
too heavy for these large triangular sails to be carried safely, 
lowered them and hoisted a short square sail in their place. 
The small tartane described above was so equipped that 
such a substitution could be quickly effected. The combi- 
nations of the lateen with other forms of sail would appear to 
be infinite and yet the ingenuity of the Mediterranean sailor 
seems to have made use of nearly all of them. 
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THE NORWEGIAN CAT 


THE word “cat” has for many centuries had a wide appli- 
cation in marine terminology. First of all, it was applied 
in the 13th Century to a species of rowing vessel having a 
beak like a galley, two lateral steering oars, and propelled by 
a hundred sweeps, each rowed by two men. 

Again (and this is the subject of our illustration), a cat 
was the name of a merchant vessel of northern Europe, some- 
thing like the Dutch flute, having very full rounded quarters 
and blunt bows; with little rake to the stem and stern pieces 
and with flat floors. Such a vessel was only a sort of tub 
designed to hold as much cargo as possible. Naturally, it 
sailed slowly and was sluggish in a seaway. 

The rigging was simple. Three pole masts without tops 
supported lower and topsail yards so arranged in Aubin’s 
time (1702) that the yard and sails could be lowered to the 
deck in lieu of furling them aloft. This method made for 
economy of operation, as these simple evolutions could be 
performed by a small crew. Lescallier mentions that some- 
times top gallants were set flying above the topsails. 

Another boat to which was given the name cat, or chatte 
(the feminine form of the word in French), was a sort of 
lighter employed in loading and discharging larger vessels. 

We might mention also our own catboat as a distinctive 


type. 
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Cat is a favourite word with seamen. The cat-head taking 
its name probably from the ornament usually sculptured on 
the extremity of the stout projecting beam designed to keep 
the anchor when a-weigh well out from the ship’s hull, 
naturally and obviously led to the use of the term to “cat” 
the anchor. 

The instrument of punishment called the cat is too well 
known to need description. The cat-hole was another name 
for the top or lubber’s hole. 

Cat harpings were the ropes used to constrict the shrouds 
at the hounds so that the yards could be more sharply braced. 

Among this large family of cats one would think that 
a mouse would be in great danger of meeting a sudden 
and tragic end. And yet an extended and somewhat care- 
ful perusal of naval literature and technical marine treatises 
has failed to disclose that any such catastrophe (if the pun 
may be permitted) ever happened from such a cause to any 
mouse on the old hemp-rigged vessels—for they all har- 
boured several of these rodents as a regular and necessary 
part of their equipment. For the benefit of the uninitiated 
it may be stated. that a mouse was an enlargement worked 
with rope yarns designed to retain in place the eye of the 
stay, thereby forming a loop or collar about the masthead. 
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THE BILANDER 


THE name of this vessel, also spelled be’landre and by- 
lander, seems to have appeared in England as far back as 
the reign of Queen Elizabeth. 

Like so many other words used to designate a type of 
vessel, it has been applied in many different localities to 
quite dissimilar craft and may refer to either the form of 
hull, the rig, or the use to which the vessel is put. Several 
of the 18th Century marine writers agree in representing 
it as here shown. Its distinguishing feature was its large 
trapezoidal mainsail somewhat resembling an early ship’s 
lateen mizzen, the forward end of which came as far for- 
ward as the middle of the ship. 

Lescallier (1777) mentions that this sail was hoisted by 
a “drisse,” and while he does not say that this “drisse” or 
halyard was operated by means of a “sep” or knight-head, 
it may, nevertheless, prove interesting to discuss this ancient 
item of rigging. 

In early times the lower yards of ships were not station- 
ary as they are to-day, but were raised or lowered as occasion 
demanded. Rectangular cloths called bonnet and drabler 
were laced successively to the lower side of the course and 
enlarged this sail, or when removed shortened it, for it must 
be remembered that for several centuries reef points gather- 
ing up the head of the sail to the yard were not employed. 
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Lowering the yard also lowered the centre of effort of the re- 
duced canvas and so eased the vessel in a high wind. For the 
purpose of changing the position of the yards, powerful 
machinery was needed. A stout rectangular post, securely 
fastened at as low a point as possible, projected a distance of 
four or five feet above the main deck abaft the mast. This 
was pierced longitudinally usually with four slots contain- 
ing sheeves all rotating on the same axis. This constituted 
the lower portion of the tackle. 

The upper portion consisted of a very large block, some- 
times called a ram’s head, having four sheeves below and 
another sheeve at right angles thereto above. The yard tye, 
also called the jeer, was reeved as follows: One end was 
fastened to the yard at the slings; it then passed through 
a block depending from the masthead or through a large 
sheeve on one side of the hounds, then through the upper 
cross-sheeve in the ram’s head, up through the block at 
the masthead and down again to the yard where the end was 
hitched at the slings. The tackle was then united by the 
halyard passing successively through the said four lower 
sheeves of the ram’s head and three of the sheeves in the 
“sep’ or knight-head. The fourth sheeve in the knight-head 
was customarily employed as a lead for the top rope. The 
knight-head mentioned took its name from he custom of 
embellishing the upper portion of the “sep” with such a 
decoration, as was the practice also with bowsprit bollards. 
These still retain their romantic name, although their po- 
stition and functions have changed.’ 

1See Note 7, Appendix. 
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THE FIRE SHIP 


From the most remote times fire was resorted to in naval 
conflicts as a natural weapon. Bundles of blazing materi- 
als were hurled from positions of vantage, while at an early 
date powerful combustibles such as the famous Greek fire 
were employed. 

Later it became the custom to make use of specially de- 
signed and equipped ships for this purpose. The plan was 
to isolate the forward part of the vessel from a point slightly 
abaft the mainmast where a very thick bulkhead of heavy 
wooden beams was built across from side to side. Other 
thick partitions with very heavy tight-fitting doors sur- 
rounded the waist while the upper deck was also stoutly 
protected against the rapid spread of the flames upward. 

Near the fire ports opening out of this enclosed portion 
of the lower deck troughs were built with wooden tubes 
running to the ports. These troughs were filled with highly 
inflammable liquids, and bombs were sometimes placed near 
the openings, so that, upon exploding, the fire which had 
been set to the liquid might be further scattered. When ig- 
nited the flames otherwise confined sought the easiest point 
of escape through these tubes. 

Upon the deck four large barrels with spouts pointing 
upward, containing a similar liquid, performed a like func- 
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tion. The idea was to manceuvre such a vessel so that when 
abandoned it would float against an enemy ship and so ig- 
nite it. Naturally such a course was possible only in a 
general engagement. Ships specially constructed for this 
purpose were used in England until about the middle of the 
18th Century, and until their devotion to this final sacrifice 
these vessels were used as guardships and for similar pur- 
poses. Later on it was found expedient to equip otherwise 
useless vessels for this certain destruction. 

The peculiar form of the ports and the deck tubes may 
be seen in the illustration. What a terrifying sight these old 
fire ships must have presented; their sides spouting flames, 
mingled with the crash of exploding bombs, while from 
the deck apparatus jets sought the upper rigging and spars 
of any unfortunate ship which could not be manceuvred out 
of their way! 
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THE PINK 


THE word “pink” is another instance of a name applied 
to several quite different kinds of hulls and rigs at different 
epochs. The origin of the pink, like that of so many of the 
old types of vessels, is lost in the mists of the past. To a cer- 
tain extent, naval archzology is like paleontology. Here and 
there, literally dug up by the student of marine science like 
fossil bones buried in the clays and drift of remote ages, are 
found representations of these old ships, and it is the work of 
many days and many minds to piece together these bits of evi- 
dence of the past, to assign to them their family, class, and 
specie, and eventually to reconstruct their entire origin and 
development. As often happens with fossil remains, many 
links are missing, so that we can only speculate as to how 
certain types came into being. 

The upper portion of the pink’s stern was drawn out more 
or less behind the body of the vessel proper and usually 
terminated in a much restricted quadrilateral transom. Be- 
low, the planking curved sharply to the stern post. This 
form of stern gave rise to the expression “pink-sterned.” 
A hull having this form of stern was not necessarily a pink, 
but without it, the vessel certainly was not a pink. 

However diversely the name may have been applied, Les- 


callier, edition of l’an VI (1795), gives a definite represen- 
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tation of a vessel bearing the name with the following 
concrete verbal description: ““Pinque (pink) Mediterranean 
merchant vessel having two masts d@ calcet (1. e., with the 
galley form of masthead’). And on each one of them an 
antenna or lateen yard, with a very small mizzen away aft. 
This vessel resembles, in its rigging, a xebec with lateen 
sails. But the hull is different in that the pink has a much 
less straight sheer, its bow is fuller and its underbody less 
fine, being constructed to carry merchandise. Besides, the 
pinks are not propelled by oars and rarely carry cannon.” 
He adds that the Spaniards and Neapolitans in their mer- 
chant marine employ many pinks, their size ranging from 
two hundred to three hundred tons. While he does not men- 
tion the characteristic stern, his picture shows it plainly 
enough. 

Other representations said to be also of pinks show them 
as differing entirely from the above-quoted description. 

The mists of the past shape themselves into definite forms. 
Emerging like clouds, these old ships, themselves larger 
or smaller clouds of sunlit canvas, when the broad light of 
efficient and naturalistic artists in clear-cut fashion limn 
their shapes for us, sail on, slowly or swiftly, as their destiny 
bears them, passing again into the obscurity of oblivion 
over the changeless ocean of time that knows them no more. 

1See Note 8, Appendix. 
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THE PATACHE 


THE patache was another south European vessel now 
practically extinct. Baugean said in the year 1826 that the 
type was then dying out. It was a close relation of the vessel 
we would to-day call a brigantine, and belonged to that fam- 
ily of two-masted craft combining the square and the fore- 
and-aft rigs whose ancestry we have indicated in the articles 
dealing with the buss, the brig, and the snow. The foremast 
consisted of the conventional three sections, of lower mast, 
topmast, and top gallant each crossed with square yards. The 
mainmast was a single pole without topmast, supported by 
four shrouds on a side without ratlines as there was little 
occasion for going aloft on this spar. It bore a fore and aft 
gaff mainsail hooped to the mast, without a boom. This sail 
was hoisted and lowered by halyards and had no brails. The 
braces of the fore yard and topsail led to the foremost of the 
main strouds, while the topgallant braces led to the main- 
mast head. The bowsprit carried the customary jib, while 
of the two stays starting from the mainmast head, one led to 
the knight-head and the other to the fore topmast head. Lib- 
eral staysails were carried on these stays. 

The hull was cumbersome and heavy, terminating in a 
rounded stern pierced with small cabin windows. 

These vessels, notoriously slow sailers, were commonly 
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employed in the coasting trade, more particularly in Je 
grand cabotage, a rather vague term employed by the French 
to signify ocean voyages made without losing sight of the 
coasts of France, Spain, Holland, Portugal, and England, 
from the Strait of Gibraltar to the Channel. In the Mediter- 
ranean the term had a slightly different meaning and ap- 
plied to voyages which did not pass beyond the Strait. 

It was used in comparison with /e petit cabotage. This 
term signified the carrying of cargoes in small boats from 
port to port without going out of the country of their origin, 
and always within a limited district. 

These terms correspond somewhat to our own words in- 
terstate and intrastate commerce, but it is certain that there 
were, in the days of the patache, no such limitations upon 
its trade as have been placed by our Federal laws and Courts 
upon our variety of grand cabotage. 
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THE POLACRE 


THIs is primarily a Mediterranean form of vessel. Its 
sharp bow has caused M. Jal to suggest that this feature is 
responsible for its name. This he derived from two Greek 
words Podv, much, and Axoa, pointed. 

The rig is also of Mediterranean origin and still exists. 
It was employed in England as late as fifty years ago. Its 
peculiarities were that usually it carried three pole masts 
without caps or crosstrees and a bowsprit consisting of one 
piece. Cleats were employed upon the masts as stops for the 
shrouds and stays. Sometimes the mizzen was not in one 
piece. The rigging was light, as there were no topmast 
shrouds or backstays—only stays on the upper part of the 
mast above the hoist of the topgallant. A survival from very 
early times was the Jacob’s ladder on the after side of the 
mast, connecting the gap between the ending of the shrouds 
and the masthead. 

Square courses, topsails, and topgallant sails garnished 
the fore and main masts, as well as, in early time, a lateen 
mizzen and square mizzen topsail. 

Eighteenth-century polacres carried spritsails like ships. 

The upper yards were devoid of horses or foot ropes be- 
cause the men in furling or loosing the topsails stood upon 
the lower yards and upon the topsail yards to perform like 
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offices for the topgallants, because this form of rig permit- 
ted the upper yards to come down the masts and to be as- 
sembled close together. 

As usual, there were variations of the rig. Sometimes the 
topgallant mast was in a separate piece with the customary 
crosstrees. 

Another closely related rig, according to Steele, was the 
polacre-settee, having a lateen foremast, like the xebec, and 
sometimes a lateen sail on the mizzenmast, the mainmast 
alone having square sails carried in true polacre fashion. 
This is probably the same rig called by Jal a polacre cor- 
vette. It is interesting to note that Lescallier’s illustration 
of a polacre shows the mizzenmast in two pieces with a 
conventional round top. Brigs and barks were sometimes 
equipped in this fashion, but they were not true polacres. 

Extensive inquiry among old-time local ship captains 
has failed to disclose any evidence that this type was ever 
employed or even seen on this side of the Atlantic within the 
last sixty years, although several stated that they were fa- 
miliar with the polacres of French, Italian, Austrian, and 
Greek waters. 
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THE XEBEC 


NEARLY everyone has, at a tender age, read “Robinson 
Crusoe.” So that no one need confess that he or she is not 
acquainted with the word “xebec,’’ connected with that 
hero’s early adventure when he was a slave upon the north 
African coast. 

The word is of eastern provenance and appears in many 
different forms both in Oriental countries and in those 
of the Romance languages. In as many forms also appears 
or appeared the hull and rig. Mr. B. Glanville Carney 
says that the xebec is a genus unto itself, but that it com- 
prises several species and many types. In hull it is closely 
related to the galley, being rather narrow, with a prominent 
beak, and terminated aft with an outer platform comprised 
of two wings, the prolongations of the quarter gunwales 
or sides such as we have noted in several Mediterranean 
vessels related to the galley type. 

The masts, three in number, usually bore lateen sails, the 
foremast having quite a pronounced rake forward. There 
were, however, many variations of the rig, because these 
vessels were often ship rigged, again like polacres, and yet 
again carried combinations of square and fore and aft sails. 
Naturally, oars were employed as a supplementary means 
of propulsion. The illustration shows a xebec as given by 
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Lescallier in his Vocabulaire published in the year 1777. 
It will be seen that the two forward masts consist of single 
poles @ calcet while the mizzen consists of two parts with a 
small top and separate topmast. 

The British Navy did not disdain to include this form of 
craft within its programme of construction. Two sloops, the 
Dart and the Arrow, built in 1796, were xebec shaped, with- 
out, however, some of the extreme features, such as the open 
overhang aft. They had narrow floors, considerable over- 
hang forward and aft, and no “tumble-home.” They were 
ship rigged, and while they appear to have distinguished 
themselves, the type was not repeated. Mr. Carney points 
out that this type was not a true xebec but rather a first cousin 
called the chambequin. 

It is interesting to note that the English seamen called the 
lateen yard carried on the mizzen a “shebeck” yard, prob- 
ably because that approximated the pronunciation of the 
French word for “xebec” and “chabek,” and because the 
use of the lateen mizzen was retained longer in the French 
than in the English Navy.’ 

1See Note 8, Appendix. 
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THE SAIQUE 


THE notions of many persons as to the appearance of the 
vessels of the Levant are necessarily vague. We like to think 
of the craft of the Near East as possessing strange lines of 
hull and dzzarrerie of rig. But in this the facts will not bear 
us out. Even in the earliest times concerning which we have 
fairly reliable information, that is from the latter part of 
the 16th Century, the shipping of the eastern part of the 
Mediterranean. Sea did not differ greatly from the more 
western portions. 

We seem to be reasonably certain that during the 16th 
Century the fore and aft sail, although in use in some of the 
north European countries had not penetrated into the Medi- 
terranean. The lateen sail was characteristic of that region, 
but the square sail was also extensively employed. Mr. 
Nance says that the two typical vessels of Turkey during 
the 17th Century were the caramousel and saique or saic. 
They were more or less similar both in rigging and hull, 
except that the former had a much higher stern. The saique 
was then a small sailing boat having a considerable sheer, 
with narrow wales and flat stern, rigged as shown in our 
illustration. 

Some of the peculiarities of the rig may be noted, espe- 
cially its three-capped topmast similar to that of the later 
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polacre rigged vessels. The lateen mizzen is shown out- 
side of the mizzen shrouds, but as it was a small sail it could 
be conveniently handled and easily changed over as occa- 
sion demanded. 

The spritsail, it will be noticed, has the round holes in 
the lower corner designed to let out any water caught in 
the hollows of this piece of canvas, as it frequently dipped 
into the briny waves; so often, in fact, that it was sometimes 
called, not ineptly, the water sail. 

Mr. Nance also says that the caramousel was probably 
extinct by the middle of the 18th Century but that the saique 
was then still going strong with substantially the same rig, 
about which there certainly is nothing particularly Oriental 
looking. 

Counterparts may be found for practically all the gear in 
northern ships of the period. 

All this goes to prove that both the differences of rig in 
various parts of Europe in vessels of comparatively similar 
types, and the changes developed therein during several 
centuries, are much less than might at first be supposed. 
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A CAPITAL SHIP OF 1820 


No Book about old ships, particularly none that would 
make a point of emphasizing the romance of ancient ship- 
ping, could justifiably omit Nelson’s Victory. 

Not only was Horatio, Lord Nelson one of the most ro- 
mantic figures in the history of the English-speaking 
peoples, but the ship identified with his crowning success 
and death at the moment of triumph, the Victory, is the epit- 
ome of al] that is inspiring and romantic in marine lore. 

Nelson’s Victory was the fifth ship in the British Navy to 
bear that name. The first Victory began her career as a mer- 
chant ship under the name of the Christopher. Just when she 
was built is not known but apparently she was purchased for 
the Royal Navy in the year 1562, and renamed. The three 
following Victories were launched in the years 1620, 1675, 
and 1737 respectively. 

Nelson’s Victory was launched in 1765. She cost origi- 
nally £63,000. Since then (for nearly everyone knows that 
she is still in existence) she has had numerous rebuildings 
and repairs, until her total cost to the British nation has 
now reached the astonishing figure of upward of £500,000. 
But as a national asset she is worth every penny of her cost. 

Nelson took command of the Victory in May, 1803. At 
that time the appearance of her hull, as it was when she was 
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launched, had been considerably changed during her re- 
construction in 1800 after the battle of Cape St. Vincent in 
1797. 

As to rigging of course the earlier vertical sprit topmast 
had been replaced by a jib-boom, a martingale helped to 
support the bowsprit, trail boards gave more protection to 
the beak-head, the long lateen yard on the mizzenmast had 
disappeared, and various small modifications, rather in ap- 
plication than in principle, rendered the rigging more efh- 
cacious. 

The rebuilding of 1814-16 again changed the appearance 
of the Victory’s hull to that which it bears to-day and such 
as we show it. Efforts are now being made in England to 
raise money by private subscription to restore the grand 
old vessel to the form she bore when she fought at Trafal- 
gar. Nelson’s immortal exhortation, “England expects every 
man to do his duty” (with the substitution of the proper 
country for the word “England”’) might well serve as a motto 
for us of to-day, when nearly all nations are suffering under 
a decided loss of spirituality. 

It is a strange commentary upon the times that the World 
War brought forth no one outstanding figure in any coun- 
try, with perhaps a single exception, Italy, that evoked dem- 
onstrations of popularity and devotion to compare with 
those which were evoked by Nelson. 
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A FRIGATE OF 1820 


WHEN we come to compare the frigate of the first quarter 
of the 19th Century with earlier examples of the same type, 
we find that, while there has been some development in the 
rigging, not much change has occurred in the hull during 
the period of about thirty years. 

Trail boards, that is, solid construction, enclosed the old- 
fashioned open beak-head, thus providing additional pro- 
tection to the forecastle bulkhead. The open space, formerly 
to be found between the bulwarks of the foredeck and after- 
deck, that is, opposite what might be called the waist, if frig- 
ates can truly be said to have waists (the example of the 
fashionable young women of to-day may be noted) was 
solidly built up with a permanent structure except for a 
single narrow opening on each side for access to the deck. 
Boat davits had appeared at the quarters. 

In the rigging it may be noticed that the fashion at this 
date was for extremely long jib-booms and flying jib-booms, 
thus creating an immense forward triangle within which to 
set a steadily increasing number of jibs. The bowsprit and 
its extensions were supported by a most elaborate forked 
martingale, and its whole structure was strengthened by 
additional rigging made possible by the elimination of 
the spritsail and the spritsail topsail. The old spritsail yard 
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was still retained as a means of further strengthening the 
bowsprit in the horizontal plane. 

Royals were a part of the regular equipment and not oc- 
casional sails, set temporarily upon a long-poled topgal- 
lant mast. Extra crosstrees and shrouds added further se- 
curity for the royals upon the royal mast, while an additional 
pole set abaft this spar furnished a convenient medium for 
setting sky sails. 

Altogether, the light weather sail spread had increased, 
still further heightening the dignity of these beautiful fab- 
rics, approaching, at this period, the zenith of their grace 
and majesty. 

The frigates were the eyes of the fleets of which they 
formed part, the scout-cruisers of their day. Also they were 
of the greatest service as commerce destroyers, running 
down (we came near saying “to earth”) the proverbially 
timid merchant ship if not strongly convoyed. 

What stories are more thrilling with adventurous romance 
than those of the frigates of this period whose exploits are 
so near our own times that none of the essence or flavour of 
the tales escapes us! 
| Itis worth noting that in France, the custom had been to 
give to the frigates names of a feminine gender, such as La 
Victoire, La Gloire, etc., while to larger ships, names of the 
opposite sex were usually applied. We will leave it to our 
readers of the fair sex to determine whether this was due 
to the saucier and more jaunty appearance of the frigates 
when compared with the cumbersome but perhaps more 


majestic impression created by the craft of greater tonnage. 
226 


THE BRIG 


THE origin of this type of rig has been variously assigned 
by students of the evolution of sailing craft. Some would 
trace its ancestry to a late 16th Century two-masted vessel 
similar in rig to the buss, or to the buss itself. Others claim 
that the early brigantine with a fore and aft mainsail was the 
progenitor of the brig and that the word “brig” is merely a 
shortening of that longer appellation. Others prefer to 
think that the brig is an adaptation of a three-masted ship, 
the mizzenmast being omitted. Whatever may have been 
their origin, the three terms, snow, brigantine, and brig seem 
at various periods to have been much confused and applied 
rather indiscriminately to three kinds of vessels between 
which we to-day would not hesitate to differentiate. 

If the brig be compared with a ship deprived of its mizzen- 
mast, we shall note some differences. 

In a ship the main braces lead aft to the extreme limit of 
the quarter. This method is obviously more or less inappli- 
cable to a brig, as such a lead tends to pull down upon the 
main yard when it is sharply braced. Although perhaps 
this was not always the method of leading them, the braces 
of the main yard as well as the main topsail yard and main 
topgallant sail yard lead forward. These forward main-yard 
braces correspond to the preventer main braces often em- 
ployed in ships for hauling the weather side of the main 
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yard forward, instead of placing the major part of the strain 
upon the leeward main brace. 

Other peculiarities might formerly have been noted in 
that brigs during the later years of the 18th Century rarely 
carried square main courses, their mainsails being of the 
fore-and-aft character, usually with a boom, the forward side 
or luff of the sail being attached to the after side of the main- 
mast by means of hoops sliding upon the mainmast. Such 
a brig carried a cross jack yard instead of a main yard. These 
characteristics differentiated the brig from the snow (g. v.) 
which carried a square mainsail in addition to its fore and 
aft mainsail, the latter normally rigged upon a try-sail mast. 
Man-of-war brigs sometimes were fitted with a “horse,” that 
is, a vertical rope to which the luff of the fore and aft mizzen 
was fastened by hanks in the same manner as a stay-sail or 
jib. Brigs to-day are often fitted with a square mainsail 
in addition to their fore and aft mainsail, just as ships now 
usually carry square mizzen courses on their cross-jack 
yards. Brigs are very handy and many of them sail fast. 
They were a favourite medium of privateering, and it was a 
short step from that occupation to piracy. And the brig was 
what might have been termed the pirate’s own vessel. 

About a hundred years ago brigs were much employed in 
sea-going commerce. From the many delightful pictures 
made by Mediterranean artists, the brothers Roux, Corneille, 
Pellegrini and others, it would seem as if one of the main 
events of the career of such a vessel, if not absolutely the 
most important, was to have its portrait painted at Marseilles 
or Genoa by one of these delightful and competent artists. 

230 


nies OOR OF OLD SHIPS 

Owing to this custom, we have to-day many intimate 
and spirited representations of these vessels, with their names 
and those of their masters, information which gives the key 
to the history of much of the shipping of the period. 

Besides their regular cargoes, our vessels often brought 
back mementoes and treasures for the dear ones at home, 
carved coral, mandarin coats, laces, fine Chinese and Euro- 
pean porcelains, the latter commodity then practically at the 
height of its artistic excellence. 

To judge by the fine examples of many of these works of 
art still in the possession of the descendants of America’s 
early seamen, the old-time ship masters must have had al- 
most as good a weather eye for the colour and decoration 
of a fine Derby or Spode tea-set or the delicate modulation 
and paste of a Kwang He vase, as for the indications of a 
coming favourable breeze or for bad weather. 

One has only to visit the Essex Institute and the Peabody 
Museum in Salem, Massachusetts, to see many examples 
of these treasures and the delightful old-time portraits of 
the vessels which brought them to this country. 
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THE SNOW 


IN ovr article upon the brig, we discuss its possible ori- 
gin. What is there stated applies to a certain extent as well 
to the snow. Probably before the year 1600 the brig and the 
snow had a common ancestor in a type of small two-masted 
vessel. From the evidence at hand, as Mr. Alan Moore puts 
it, prior to the year 1700 we are, as to the pedigree of the 
snow, upon an uncharted sea. 

A contemporary drawing of the year 1700 shows a two- 
masted square-rigged vessel with round tops but no trysail. 
It is designated a snow. | 

Steele’s “Elements & Practice of Rigging & Seamanship” 
(1794) gives the following definition: “A snow is the lar- 
gest two-masted vessel, and is extremely convenient for navi- 
gation. The sails and rigging on the fore and main mast are 
similar to those on the same mast in a ship, the braces of the 
sails on the mainmast leading forward: besides which, there 
is a small mast, close behind the mainmast, that carries a 
trysail, resembling the mizzen of a ship. This mast, called 
the trysail mast, is fixed in a step of wood on deck, and the 
head fixed by an iron clamp on the aftside of the main top.” 

In his accompanying illustration, he shows a vessel with a 
large square mainsail set upon a formidable main yard, 
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with a fore and aft trysail set with a gaff but with no boom, 
and attached with hoops to the trysail mast. 

His pendant view of a brig shows the fore and aft main- 
sail with boom and gaff set on hoops on the mainmast, and 
a thin cross-jack yard bare of any sail. 

Steele continues, ‘““An Hermaphrodite is a vessel so con- 
structed as to be occasionally a snow and sometimes a brig. 
It has two mainsails, a boom mainsail when a brig, and a 
square mainsail when a snow; and a main topsail larger than 
the fore topsail. Sometimes the boom mainsail is bent to 
the mainmast, as a brig or on a trysail mast, as a snow.” He 
gives no view of this hybrid nor does he mention the brig- 
antine. 

Many persons insist on calling brigantines hermaphrodite 
brigs. It seems to be more difficult, however, to distinguish 
between the brigs and snows, as both partook and still par- 
take of the same peculiarities of rig. The claim has been 
made also, that the trysail mast is not or was not originally 
the distinguishing feature of the snow; and that it was, rather, 
the shape of the hull at the bow which gave it the name 
(snausnout). 

Our illustration shows the good old-fashioned snow of 
Steele’s time, with trysail mast, quarter galleries, and bewin- 
dowed stern, capacious lanterns, plenty of sheer and 
tumble-home; without doubt “extremely convenient for 
navigation.” 
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THE BRIGANTINE 


IN DEALING with this subject, it is essential, as Mr. R. C. 
Anderson says, to define the date as well as the nationality of 
the vessel under consideration. Probably the name has been 
applied at various times to many vessels differing altogether 
in hull and rig. 

Naval archeologists have been long striving to trace 
the origin and descent of this form of rig, but every new 
contribution to the subject seems to complicate the matter 
still further. Many writers have used the word “brig” as 
a contraction of “brigantine.” 

Leaving aside all puzzling attempts to arrive at any con- 
clusions based upon etymology, or upon the divergences 
of local applications of the name, it seems safe to assume 
that as early as 1692 there was in northern waters a well- 
defined type of two-masted vessel probably carrying a fore 
and aft sail upon a buss form of mainmast, that is, one with- 
out a round top. The form of the foremast seems to be in 
doubt. At all events, it was square rigged. 

A distinctive feature of the later 17th and 18th Century 
brigantine was its mainmast, formed of a rather loftly lower 
spar and a topmast, joined with a crosstree and not with a 
round or partly curved top, such as its foremast carried. 

The forward mast was regularly ship rigged with course, 
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topsail, and top gallant. The brigantines of about the year 
1750 usually carried at least one square sail on its main top- 
mast. Ata later period the size of the square sails upon the 
main topmast tended to diminish until ultimately these dis- 
appeared altogether and the gaff topsail took their place. 

There have been besides several variations of this rig, 
nominally described as schooner-brigs and brig-schooners; 
formerly, in England or America, they would probably 
have been called brigantines. 

A salient feature of the early brigantine and one which no 
doubt gives us a clue to the reason for the application of 
the name to the type of vessel we have been considering, was 
that many of them were equipped with oars. Not being very 
large, they could be thus propelled in and out of harbours 
against head winds and also at sea when the weather was 
calm. The existence of several contemporary models serves 
to confirm this view. 

The pictures labelled brigantines by Lescallier (1777) and 
Falconer (1815) certainly look more like brigs. Steele 
omits all mention of this type. We prefer to think of the 
brigantine as more like the vessel called a brig-schooner 
by Baugean in his “Collection de toutes Espéces de Bati- 
ments,” and believe that she is the kind of vessel described 
by James Fenimore Cooper and called “le Feu Follet.” 
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EXTRACTS FROM THE LOG OF THE SHIP 
PE BLIGE Y” 


WEST INDIAMAN, OF TRURO, 
ROBERT OAKAPPLE, MASTER 

June 3rd, 1820—Going down to the vessel for launching 
at 10:30 A. M. met woman with empty pail and passed 
the Rev. Adam Noble. Launching unsuccessful. Ways 
broke down. Fear the hull has been strained. 

June 16th—Hull jacked up and ways repaired. Builder 
reports no injury to vessel. Ship took the water at 12:15 
Pe. 

June 30th—Great difficulty in securing crew to take vessel 
around to London. 

* * * xx * 

July 10th—Weighed anchor 5:20 A. M., stood down channel 
under all plain sail. Temperature 62. Wind light 
S.S. W. Fair, Glass steady, 29.51. 

July 12th—Mate reports that seaman had brought one of 
those furry things’ on board in a covered cage. Ordered 
its neck wrung and body thrown overboard. Story of 
launching has gotten about. Crew grumbling, wish 
me to turn back. Temperature 70. Wind steady S. E. 


fair. 
* * x * * 


1See Note 9, Appendix. 
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July 26th—St. Elmo’s fire on yards and trucks lasted fifteen 
minutes. Strange spectacle. Lat. N. 31.35, Long. W. 
41.13. Temperature 71. Wind N. E. Cloudy. 

July 27th—Yesterday fell in with large topsail schooner; 
thought it to be a slaver. Came within hail and stated 
he was short of water; asked if I could give him some; 
long boat came alongside about 7:30 P. M. and seven 
men came on deck. Drew pistols, backed me into cabin, 
bound me, took what money I had, water and other 
things they wanted, compelled six of crew to accom- 
pany them, leaving the rest bound, and vessel hove to. 
In no condition to resist. Mate managed to free him- 
self and others. Now short handed. Temperature 69. 
Wind N. E. strong, fair. 

August 6th—Two of crew sick, think slavers men 
brought small pox on board. Wind N. E. by N. Lat. 
N. 25.07, lon, W. 52.22 W. ‘Temperature 72. Mod- 
erate, fair. 

August 7th—Another man down. Occasional showers. 
Temperature 65. Wind N. E., cloudy. 

August 8th—Curious sunset last night; whole sky orange 
coloured. Wind baffling and puffy; glass falling. Now 
under reefed topsails. Temperature 78. Wind N. E., 
cloudy. 

August 9th—Dismasted. Sudden squall of hurricane force 
from S. E. for about six minutes. Too short handed 
to reduce sail quick enough. Long boat crushed by 
fall of foremast, lost two men overboard. Ship leaking 
badly; clear water coming up from pumps. Tempera- 
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ture 74. Wind now light, N. E., fair, no observation 
to-day. 
August 11th—Balance of sound hands left ship in jolly boat 
while I was in hold with carpenter trying to locate leak. 
Ship sinking. One of sick died last night. God help 


us. 
*K *K * *K ok 


(A half cask, containing the log-book from which the 
foregoing extracts are taken, was picked up by the bark 
Emilia of Fair Haven, Mass., on August 12, 1820, in N. 
latitude 23°59’, longitude W. 51°41’.) 
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THE CORVETTE 


THE word “corvette” seems a hard etymological nut to 
crack. 

Jal and some of his followers claim its derivation from the 
latin corbis meaning a peculiar form of Roman basket as 
applied to the Roman merchant ships called corbite. (Com- 
pare Roman cordita, page 50.) 

Kenna denies this derivation and contends that the word is 
of Netherlandish origin; that its earliest known appearance 
is in 1476 and that if it were derived from Mediterranean 
sea language, it should be possible to find some connecting 
link and transitional stage between Roman times and the 
15th Century. He says that the word occurs first and most 
frequently in parts of Flanders near the French border and 
that about the year 1500 there was a type of Dutch fishing 
boat similar to a dogger then called a cobre and later corve. 

The divergence of form of the craft to which the word 
“corvette” has been applied is almost as confusing as the 
origin of the word itself. We have seen that it was first used 
for a boat like a dogger. In the 17th Century the corvette 
is described as a sort of barque longue having only one mast 
and a little stay-sail and propelled by both sails and oars. 
The definition of a barque longue, which it is unnecessary 
to quote, still further complicates the matter. In the early 
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years of the 18th Century, corvettes are described as having 
two masts and a bowsprit carrying a spritsail. After the 
middle of that century Jal states that the corvette had in- 
creased in size and had taken a form similar to that of a 
ship of the time. He describes the corvette of his day (1840) 
as having the general build of a frigate with similar masts 
and sails, and mounting from 14 to 32 guns. 

As usually understood, the corvette was a name common 
in the French Navy and applied to that class of smaller war 
vessels somewhat analogous to the ships called, in the Brit- 
ish and American navies, sloops of war. Hamersly’s “Na- 
val Encyclopedia” says that the term was never adopted 
in the United States Navy. 

Corvettes were distinguished by their comparatively low 
freeboard and absence of a high quarterdeck. 

Corvette is a fascinating word. One would like to derive 
it from corbeau, a raven, and to imagine the commander of 
such a vessel as displaying a red flag showing a raven in 
full flight holding a skull in its claws, with the motto Gare 
le corbeau, reminiscent of the wicked Templar in that fa- 
vourite romance of our boyhood days, “Ivanhoe.” 
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THE TOPSAIL SCHOONER 


Just why this term should be applied to schooners carry- 
ing square yards and square topsails is not apparent. A far 
greater number of schooners, particularly in America, carry 
topsails than those which have none, but to-day nearly all 
of these employ topsails of the gaff variety—not square top- 
sails. 

In his excellent note upon “The Origin of the Schooner 
Rig,” Mr. L. G. Carr-Laughton, the Librarian of the Brit- 
ish Admiralty, says that the essentials of the schooner rig are 
two gaff sails and a headsail, all beyond is accidental. He 
also says that embryonic schooners without a headsail were 
being used in Holland as early as 1630. 

One of the earliest representations of a true schooner is 
to be found in Richard Houston’s engraving of “ A Fresh 
Gale,” after W. Van de Velde, and although an exact date 
cannot be assigned to the painting it is reasonable to assign 
the picture, and consequently the schooner, to the last quar- 
ter of the 17th Century. 

In early times, the popular rig for yachts was that of the 
hoy, whose rig often included a square topsail. It was quite 
natural therefore that this feature should be embodied in the 
rig of the schooner where, upon the foremast, such a form of 
sail would be equally efficacious. 

\Mariner’s Mirror, vol. 1, no. 1, p. 28. 
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Mr. C. G. ’t Hooft has written charmingly in the Marin- 
er’s Mirror for October, 1919, of the early English yachts, 
the first of which was of Dutch provenance. His article 
contains much historical information upon the subject, many 
quaint excerpts from Samuel Pepys’ diary anent these pleas- 
ure craft of royalty, and considerable romance relating to 
the command of these little vessels by their princely skippers, 
with descriptions of their rich fittings and decorations and 
of the early days of the noble sport of yacht racing. 
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THE GOELETTE 


IT 1s sometimes difficult to differentiate between closely 
related types of vessels and perhaps no fine distinction need 
be drawn between the rig called by the French a goélette 
and that which we commonly designate as a schooner. 

However, the goélette often presents interesting varia- 
tions not seen in our western fore and aft schooners. 

Notwithstanding the Dutch sound of the name, Jal attrib- 
utes an American origin to the word schooner and also to 
the rig. Perhaps he too had heard the Gloucester tale of the 
origin of the schooner (q. v. infra.) He says he cannot trace 
the vessel’s construction earlier than the 18th Century, al- 
though he admits that its origin may have a greater antiquity. 

The derivation of the French word is interesting, coming 
apparently from the word gwelon (goélan), employed by 
the Bretons to designate the sea gull in allusion to its melan- 
choly cry (givella=Celto-Breton, to weep). Probably the 
peaked sails of the two-masted goélette, especially when set 
wing and wing, suggested to the poetically inclined minds 
of the Bretons the suddenly upraised wings of the goélan 
in the act of making the first stroke of its pinions when ris- 
ing in flight from the sea. 

The name seems to have been applied in the Mediterra- 
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nean to the schooner rig (with certain attributes peculiar to 
the locality) on account of its trapezoidal sails. 

Jal’s description fits our American schooners pretty well, 
at least those of his day, as he mentions that the masts have a 
decided rake aft. It will be remembered that it was formerly 
the custom so to incline the masts of nearly all our vessels. 

One of the variations of the goélette rig that may be men- 
tioned is the employment of a trysails mast before the fore- 
mast. Two square yards are rigged upon this, the lower 
one fixed and the upper one susceptible of being hoisted 
and lowered above it. Mr. H. S. Vaughan has suggested that 
this is a survival of a feature of the polacca rig. Such a try- 
sail mast, with its yards, is removable and may be lowered 
and stowed away. The braces of the upper yard are single, 
the lower rove with a pendant and whip, both leading 
through rings attached by tricing lines to the main rigging, 
the hauling parts leading to the quarter. 

As to the origin of the word “schooner” as signifying a 
vessel of the type above described, nearly everyone is familiar 
with the tale of the launching of the new type of vessel at 
Andrew Robinson’s yard at Gloucester, Mass., in the year 
1713, where, as the vessel left the ways, a bystander ex- 
claimed, ‘‘See how she scoons!”” Upon which Robinson is 
reported to have said, ‘““A schooner let her be!” The diffi- 
culty with this yarn is that “the new type of vessel” was at 
that date not a new type of vessel at all. Mr. Carr Laughton 
suggests that the Gloucester vessel was of the newer and 
finer design of hull which at about the period of the alleged 
Robinson incident came to be associated with the rig now 
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called a schooner, and that it was to the hull and not to the 
rig that the word was applied. 

The word “schooner” cannot be traced before 1713, nor, 
despite its sound, can it be assigned to a Dutch origin. 
(Compare the article on the goélette.) 

The square topsails were probably acquired by the 
schooner at an early date for the reason that the rig was as- 
sociated with the early normal yacht hull. Square sails were 
largely employed upon the early yachts, for it must be borne 
in mind that, despite the application to-day of the term 
“yacht” to any sort of pleasure craft, originally it had a 
meaning restricted to a particular type of hull and rig. 
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THE PACKET SHIP 


AFTER the close of the War of 1812, the renewal of com- 
mercial relations between the United States and England 
demanded increased shipping facilities. To supply this 
demand, beginning about the year 1816, numerous lines of 
packet ships came into being. 

The packets, ranging from 300 to 500 tons register, were 
flush-decked, full-bodied vessels. The only permanent struc- 
ture above deck was a caboose or galley. It was the fashion 
at first to paint the hulls of these ships black above the water 
line with bright varnished upper works, while the inside 
of the bulwarks, galley, etc., was coloured green. The size 
of the packet ship gradually increased until, at the time they 
were supplanted by the clippers, many were over 1,000 tons, 
while one registered as much as 1,439 tons. 

About the year 1830 the poop deck made its reappearance 
as a feature of the packets. This structure was given over 
almost entirely to passenger cabins and immediately became 
popular. Following this innovation, deck houses were also 
added, while a topgallant forecastle, small at first, gradually 
was increased in size until it reached back as far as the main 
hatch. The fashion in painting also changed. A broad white 


band, broken by black squares in imitation of the gun port 
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of a warship, was a favourite style, while the inside work 
was painted in some light colour instead of green. 

The packet ships carried plenty of sail—studding sails 
on all the yardarms up to the topgallant, except on the miz- 
zen. Skysails for summer use were set on removable pole- 
masts above the royals. Even under favourable conditions 
these vessels could not sail much faster than twelve knots on 
the average, yet so hard were they driven that voyages from 
New York to Liverpool in sixteen days were not uncommon, 
while occasionally a trip was made inside of two weeks. 

The tirms owning packet lines had their distinctive em- 
blems, many painted on the sails—another renewal of an old- 
time sea custom. 

Interesting anecdotes are related about these packet fer- 
ries. A tavourite yarn slyly circulated by the crew among 
the ignorant steerage passengers was to the effect that if the 
weather became bad, the captain would blow a whistle 
and the ship would be cut in half, the forward part proceed- 
ing without the aftermost portion. This appalling possi- 
bility kept many a credulous voyager awake night after 
night, and drove many to sleep unprotected on the forward 
deck rather than risk being left behind. 

Irish emigration was at its height during the period of 
the packet ships, and many were the romances both ended 
and begun when Paddy or Terrence shouldered his bundle, 
stepped aboard the packet, and was “off for Philadelphia 
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A NEW BEDFORD WHALING BARK 


“SHE blo-o-ws! An’ sparm at that!’ comes from the 
crow’s nest high up on the foremast. “Where away?” “ ’Bout 
three p’ints off the port bow.” Instantly the vessel’s deck 
teems with activity. The “Old Man,” as the captain is usu- 
ally called, bustles up through the after companion hatch. 
The bark has been out of luck so far this voyage, and this 
is the first school sighted. The tumult increases, but it is an 
orderly tumult, where every man knows and does exactly 
what is required of him. Boats must be hoisted out, the ves- 
sel’s course altered, yards braced; sheets, tacks, and bow- 
lines handled; sail spread or shortened as occasion demands; 
stages rigged, fires lighted, a multiplicity of acts performed. 

Meanwhile, the boats have got off, and, urged along by 
sturdy muscles, approach the quarry. And it is exactly in 
this respect—the rapidity and facility with which the boats 
could be put overboard—that the whalers contributed a 
most useful appliance to marine science. 

In olden times the hoisting in and out of a boat was a com- 
paratively complicated and tedious operation. It was per- 
formed by means of several tackles. In taking a boat on 
board, first the yard tackles hanging from pendants at the 
arms of the fore and main yards lifted the boat from the 
water high enough to clear the rail; then by means of other 
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tackles and guys, the boat was directed over its chocks, to 
which it was lowered and secured. 

About the end of the 18th Century the earliest form of 
boat davit made its appearance. It consisted of a long stout 
beam extending across the extreme end of the hull on both 
sides of the stern for a considerable distance beyond the ves- 
sel’s sides. Forward of this and right aft of the mizzen 
shrouds a stout, removable, vertical stanchion was fitted. 
To the top of this and from the end of the cross beam, tackles 
were rigged and these lifted the boat diagonally to the line 
of the ship’s keel, thus easily clearing the spread of the quar- 
ter gallery. In this position the boat was readily secured 
and was in position for immediate lowering. 

It was a simple and obvious progression from this to the 
conventional outboard davit. The end of the above-men- 
tioned cross beam also furnished a convenient point to 
which to attach the after block of main braces, and it was 
for this purpose that this cross beam continued to be used 
long after its original purpose as a part of the quarter davit 
had disappeared. 

Another peculiarity of the whaling vessels of the United 
States is their two narrow raised deck houses astern. The 
convenience of these is obvious. 

The bark rig was a favourite one with the whaler as it 
afforded an opportunity to keep all the main braces aloft 
and thus out of the way of the continually handled boats, 
while the fore and aft mizzen had conspicuous advantages 
when it came to lying-to. 

Apparently the rig was evolved about the end of the 18th 
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or the beginning of the 19th Century. Darcy Lever (1808) 
mentions that it was customary for vessels in the Baltic trade 
to substitute a flagstaff for the mizzen topmast, its top yards 
and gear, and to omit also the cross-jack yard, retaining only 
the driver, a fore and aft sail, on the mizzenmast. This 
would leave the vessel substantially bark-rigged. Subse- 
quent development substituted a more elaborate spar for 
the flagstaff, one capable of carrying a gaff topsail, and the 
type was complete. 

There is plenty of romance in whaling, when seen from a 
landsman’s eyes, but there could not have been much ro- 
mance in the minds of men who pursued this calling. The 
chase, harpooning, and lancing of the huge quarry had its 
wild thrills, but the following acts of the drama, the stripping 
and hoisting in of the blubber and the trying out of the oil, 
were certainly fetid and repulsive anticlimaxes. 

Although fortunes were rapidly acquired in the pursuit 
of the whale, particularly prior to the year 1860, after that 
date, the owners of the whaling ships often suffered severe 
reverses. The Civil War played havoc among the whalers 
of the northern ports. Many ships were captured by the 
cruisers of the Confederacy. Of these not a few were herded 
into Southern harbours and there deliberately sunk to im- 
prove the defenses of those havens. 

Again in the winter of the year 1871, thirty-two whaling 
vessels were nipped in the Arctic ice and totally destroyed, 
the crews numbering more than 1,200 men barely escaping 
with their lives. This blow fell most heavily upon the city 


of New Bedford, Massachusetts. 
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The discovery of and enormous increase in the production 
of petroleum sounded the death knell of the whaling in- 
dustry. And while the whale is still pursued, the harpoon 
gun, the bomb and steam whalers have superseded the hand- 
rowed boat, hand harpoon, and lance, and have also robbed 
the trade of such romance as it formerly had. These modern 
appliances have also almost exterminated the whale, and 
the day is not far off, unless a comprehensive international 
policy of conservation is agreed upon, adopted, and firmly 
enforced, when the cetaceans will become as scarce as the 
old-time whaling ships. 
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Tue Dutch name for a vessel with a square-rigged fore- 
mast, with a mainmast devoid of square-rig features and 
carrying a fore and aft main sail, was a “barkentyne.” Such 
a vessel might possibly now be called a brigantine, although 
the description given above is perhaps too vague to indicate 
clearly the exact form of the rig of such a vessel. 

The barquentine of to-day is a vessel of three or more 
masts having a three-piece or ship’s foremast (that is, one 
with a lower mast joined at the topmast with a “top” or plat- 
form, the topgallant mast being joined to the topmast with 
crosstrees), and with two or more fore-and-aft rigged masts 
following this form of foremast. A trysail is often employed 
upon the foremast, in which case a main-staysail would 
necessarily be omitted. 

Just how and when this rig made its appearance has not 
yet been fully determined. It does not seem to have been 
in general use as early as the latter part of the 18th Century. 
Falconer (1771) does not mention it, nor Steele nor Baug- 
ean. Cooke’s “Sixty-five Plates of Shipping” (1829) does 
not give a representation. The barquentine to-day is prob- 
ably to be found in greater numbers on the Pacific Ocean 
than elsewhere. The weather and wind conditions there 
seem to be particularly favourable to its survival. It is large- 
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ly employed in the sugar trade between the western coast of 
the northern continent and the Hawaiian Islands. With 
long stretches of steady breezes and fair weather, the advan- 
tages of the schooner for close-hauled reaches are apparent, 
while with quartering gales the square-rigged foremast is a 
decided help. 

There are many variations of rig intermediate between 
the brig and the schooner, and between the ship, the bark, 
and the barquentine. For instance, a brig might be found 
with a fore and aft sail on the foremast; this sail would be 
called a “benjamine.” A schooner might be found to carry 
no fore and aft foresail and to have square sails on the fore- 
mast and a main-staysail. She would, nevertheless, be still 
a schooner provided the foremast was joined to the topmast 
by a crosstree or spreader. 

These verbal distinctions may seem rather obscure to the 
landlubbers, but what is the use of a profession if it hasn’t 
cryptic terminology? 
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THE CLIPPER SHIP OF 1850 


THE late Captain Arthur H. Clark, who probably knew 
as much as any one about American shipping, and about the 
clipper ship in particular, said that while the origin of the 
word “clipper” is not clear, it might be derived from the verb 
“clip,” a term of many meanings as exemplified in the New 
England slang expression, “a fast clip.” He then says that 
when vessels of a new model, intended to clip over the waves 
rather than to plough through them, were built, they became 
known as clippers. Be this as it may, it is certain that the 
fast Baltimore privateers and vessels engaging in the tea 
trade were known as clippers as early as 1810. The long, 
narrow hulls of these vessels, principally small craft, brigs, 
brigantines, and schooners, rarely exceeding two hundred 
tons, were patterned after the French luggers, which visited 
the United States in the latter part of the 18th Century. | 

The earliest clipper ship, according to Captain Clark, 
was the Ann McKim of 493 tons built in Baltimore in 1832. 
She was a larger edition of the earlier clipper brigs and 
schooners. The type was still further developed, particu- 
larly by the improvements made by John W. Grifhths of 
New York. In 1843, the Rainbow, a vessel of 750 tons, hav- 
ing a convex stem and rounded main transom, was con- 
structed according to Mr. Griffiths’s designs and proved a 
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great success. Thereafter, large numbers of similar vessels 
were constructed, both in England and in the United States, 
the size gradually increasing until the average tonnage was 
well over one thousand, while such great ships as the Sover- 
eign of the Seas of 2,421 tons and the Great Republic of 
4,357 tons marked the zenith of the development of sailing 
erate 

These superb vessels, stoutly constructed, splendidly 
rigged, well manned, and ably officered, sailed every sea, 
carrying on through thick and thin, establishing records for 
speed almost equalling the steamships of to-day. 

The Flying Cloud sailed 374 miles in twenty-four hours! 
This was on her famous trip from New York to San Fran- 
cisco in eighty-nine days and twenty hours in the year 1851. 

Those were the declining days of the romance of the sea. 
The sun of the sailing ship was setting. Already the gold 
and the crimson were mantling the:skies—the gold of Cali- 
fornia and the crimson of the coming Civil War. But the 
glory of that sunset was the brighter by reason of the per- 
fection to which the ingenuity of man had brought that most 
romantic of his handservants, the ship. 
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‘THE MODERN SUPER SHIP 
A FIVE-MASTED BARK 


IF a full-rigged ship of, say, one hundred and twenty-five 
years ago, could be placed alongside a modern steel sail- 
ing ship of similar tonnage, it would be interesting to com- 
pare the many differences to be observed between the two. 

Beginning with the hulls, it would be noted that at the 
bow, the later ship’s stem was altogether dissimilar to that of 
her older sister. In the latter a straight cut-water or stem- 
piece, raking forward at an angle of about forty-five degrees, 
terminated in a figurehead set squarely and practically ver- 
tically upon it. The stem-piece was joined on each side to 
the forebody of the ship above the water line by three or 
more curving pieces of wood called rails of the head, these 
being again strengthened by vertical ties crossing the said 
rails at right angles and floored with several curved wooden 
gratings in the middle of which rose the bowsprit at a quite 
steep angle or “steeve.” This whole structure was called the 
vessel’s beak-head, and all of it was quite separate from the 
vessel’s hull. At this point the hull itself was rounded while 
lower down near the water line the form still showed a con- 
vex curve. The modern bow would be concave at the water 
line, while on deck the lines would be almost straight and 
join at an acute angle right at the stem, entirely embracing 
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within the hull’s structure all that part of the vessel former- 
ly composing the beak-head. The transition may be traced 
through the trail boards and the ultimate covering in of all 
the open framing of the beak-head. 

The figurehead has disappeared and in its place one may 
notice at most a few gilt scrolls, or more likely no ornament 
whatsoever. The steeve or inclination of the bowsprit has 
decreased and has approached more nearly the horizontal. 
Gone are the spritsail yard and spritsail topsail formerly 
swung under the bowsprit and jib boom. In addition to the 
bobstays and extending down from the bowsprit cap is a 
truss for the lower bowsprit stays sometimes called a dolphin 
striker. 

The bowsprit shrouds, no longer needed as guys for the 
support of the spritsail yard, now stretch from the vessel’s 
hull direct to their points of support upon the bowsprit 
proper and jib boom. Even the successor of the spritsail 
yard long used after the disappearance of the square head- 
sail, as a spreader for the bowsprit shrouds, is rarely to be 
seen. In fact, in the most modern vessels the jib boom has 
disappeared. 

In many of the more modern steel and iron ships, the fore- 
castle raised above the vessel’s upper deck still survives, 
while a similar structure aft, successor to the old-fashioned 
quarterdeck but much shorter, is now usually dubbed the 
turtle back. Inthe midships sections of the two hulls, not so 
much difference would appear, for the merchant ship of 
the beginning of the 19th Century had a flat floor, a quick 
turn at the bilge, and nearly perpendicular sides with not 
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nearly so much tumble-home as the warships of the period 
showed. In the stern of the more modern ship a marked dif- 
ference would be apparent. One would look in vain for the 
quarter galleries and for the transom with its many windows 
and fancy “ginger-bread work,” as the old salts delighted 
to call the ornate gilded carvings formerly to be found 
in rich profusion on these portions of the vessel’s structure. 

In place of all these, the modern ship would be found to 
have a rounded stern shaped underneath like a melon cut in 
half along its largest axis. The vessel’s sides, too, show many 
differences. The old longitudinal wales have given place 
to long lines of rivet heads marking only the joining of 
large rectangular metal plates. The wide projecting chain 
wales with their chain plates and deadeyes are gone, and in 
their places are individual plates riveted to the vessel’s side, 
each terminating with an eye to receive the turnbuckles for 
setting up the shrouds and stays instead of the old-fashioned 
deadeyes and lanyards. 

Turning to the spars we find steel largely replacing wood, 
although some of the smaller and lighter members are still 
wooden. The tops are noticeably smaller, while the form of 
the crosstrees has altered. Steel and bronze have replaced 
the standing rigging and to a certain extent some of the run- 
ning rigging. Those parts of the sheets upon which the wear 
comes, i. e., those passing through the sheeves let into the 
yardarms and through the quarter blocks, are of chain. 

The change effected by the employment of steel rigging 
was almost revolutionary. Hempen cordage was subject to 
quick decay and, what was worse, stretched interminably. 
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It was no uncommon event for a ship’s mainstay, a rope 
usually about nine inches in circumference, to stretch four 
feet in the course of a long voyage. This continued length- 
ening necessitated frequent adjustment and was a constant 
menace to the security of the masts. Steel wire standing 
rigging requires practically no attention and is almost un- 
breakable. 

The metal trusses bearing the yards have obviated the 
need of all the old gear such as trusses and parrels, and by 
reason of their extension of the yards far out from the masts, 
have enabled the yards to be more closely braced when on 
the wind. Double or upper and lower topsails and topgal- 
lant sails render easier the tasks of stowing and reefing these 
formerly unwieldy canvases, while skysails are now almost 
always a part of the ship’s regular equipment. In former 
days royals seem to have been regarded as only occasional 
sails. 

The leads of many of the braces too have been changed, 
especially those of the fore yard and all of the topmast yards. 
These now lead to the sides of the ship instead of to the stays 
and shrouds, dispensing with many leading blocks and 
much friction in handling, thereby saving both labour and 
cordage. 

The blocks are now nearly always steel-strapped or con- 
structed entirely of metal. On many of the later ships, fore 
and aft sails have made their appearance upon both fore 
and main masts in addition to that on the mizzenmast.’ 

The internal arrangements are similarly changed. Many 


1See Note 10, Appendix. 
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of the large sailing ships have power for handling the sails 
furnished by means of steam or internal combustion engines. 
The pumps are operated by power and the interior of the 
vessel is adequately heated. 

Notwithstanding the many labour-saving devices and 
appliances for the comfort and sanitary condition of the 
crew, the life of the common sailor, although not so hard 
as formerly, is still no sinecure. 

Our illustration shows the 20th Century clipper, the super 
ship. ‘This remarkable sailing vessel, the Kobenhavn, was 
390 feet long on deck and 420 feet over all. Her breadth was 
49 feet or a ratio of only one to eight. The proportion of the 
hull therefore approximated that of the extremely narrow gal- 
leys of the Middle Ages. The ship’s gross tonnage was 3,965 
and her load displacement was 7,900 tons. She was equipped 
with a wireless apparatus, and her form of construction re- 
sembled the modern steam vessel in having a double bottom 
and many longitudinal and transverse watertight bulkheads. 
And yet this huge vessel was operated by a crew all told, 
including officers, of only sixty-five men and boys. 

She was built at Leith, Scotland, in 1921 by Messrs. Ra- 
mage and Ferguson and went missing in 1930 somewhere 
between Capetown and Australia. 

Steam navigation and wireless communication have 
robbed the sea of much of its mystery, one of its greatest 
sources of romance. But who can look at a fine ship or bark 
with its free lifting head-sails swelling to leeward, its snugly 
braced yards with their symmetrical squares of billowing 
canvas cut into rotund patterns by the buntlines and leach 
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lines, the taut staysails and the light lacery of the rigging 
outlined against a gleaming sky, the white bone at its fore- 
foot and the shimmering water astern, without experiencing 
a thrill to remind one of the inherent beauty of the old-fash- 
ioned sailing ship, its glorious past and its dubious future? 
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PLAN OF A GALLEY 


A plane view of the arrangement of oars “‘a zenzile” in a galley of 
about the year 1400. It will be noted that on the starboard side, 
one bench of oars is omitted to afford space for the cook-stove and 
upon the port side, space is similarly left for the ship’s boat. This 
illustration is taken from ‘“‘Le Costruzioni Navali e L’Arte della 
Navigazione al Tempo di Cristoforo Columbo” by Enrico Alberto 
d’Albertis, 1893 (page 29). 
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CANNON 


A LIST of the names and sizes of the ordnance of antiquity includ- 
ing those most frequently employed upon vessels. The length of 
- cannon was commonly referred to as the chace or chase. 


Names Chace Size of Bore Weight of Shot 
Rabbinet 2 feet 134 inches 
Falconet 4. A 2 : 
Falcon 6 iy SE 3to 4 lbs. 
Minion 8 % 2 i (aikoy Way 
Saker 9 i 3% * GiGieo a. 
Demi-Culverin Io-I2. “ 44% “ Toto 
Culverin PIs13- igor 18 (0.240 
Demi-Cannon pot 12 * 6 about 36 “ 
Cannon 12 s 7 cad 
Long Culverin 16 a Asie, 12 fo 1p! 
Basalisk 20 ¥ 4% * LOO 


Until comparatively modern times ships hardly ever carried larger 
guns than demi-cannon. 
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There were many smaller guns, frequently referred to as 
‘“murthering pieces,” often set upon swivels, some breech-loading. 
The sizes and weights given above are, of course, only approxi- 
mate, as no fixed standard existed. Round stones were not infre- 
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LIKE all other engines employed upon sailing ships, the whipstaff 
was an evolution from the simple transverse tiller of early days, Im- 
mediately the changes wrought by moving the rudder from side to 
stern were accomplished, the erection of an after castle and its speedy 
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enclosure, necessitated some means of placing the helmsman where 
he could have an unobstructed field of vision. 

This was apparently accomplished not long after the above-men- 
tioned change, perhaps as early as the middle of the 14th Century. 

It is not known when the fulcrum for the upright lever was intro- 
duced, nor how early the pin at the end of the lever and the eye on 
the bottom of the upright staff employed in the French vessels were 
invented. 

As the size of the ships increased and more decks were added, it 
was again necessary to find a method of providing an opening 
through which the helmsman could see. 

At first a space was managed in the front of the poop. This some- 
times took the form of a curved structure or arch (called in French 
the dos d’ane—ass’s back) over the whipstaff. Still further increase 
in the size of the vessel again robbed the helmsman of his vision 
except for a little square scuttle over his head through which he could 
see the leaches of some of the sails and receive orders from the 
quartermaster conning the ship. 

The inconvenience of this arrangement, nay, the danger arising 
from such a lack of vision, demanded the invention of a better ap- 
pliance. 

The whipstaff was a pretty poor affair. It did not permit the helm 
to be put hard over either side; consequently, as it could only be 
operated for a few degrees, much of the direction of a vessel’s course 
was of necessity accomplished by the handling and trim of the sails. 
Moreover, it was stated that only one man could stand at the “whipp” 
conveniently. So that in large vessels and in foul weather this ap- 
pliance could not be operated. Under such circumstances reliev- 
ing tackles were placed upon the tiller. Some bright mind conceived 
the idea of placing the two ends of these tackles upon a drum, so 
that as one was wound in the other was let out. The steering wheel 
was the result—the most important advance in naval engineering 
in centuries, The exact date of its introduction is unknown but it is 
believed to have come into quite general use during the early years 
of the 18th Century, 
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1 (1) Page 10. Parrels. The parrel is a device still in use. Its 
purpose is to confine a spar or yard to the mast and yet permit the 
yard to turn freely with the mast as its axis and also to travel up 
and down that spar. 
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The earliest form of parrel was probably a rope loosely lashed 
about the mast and yard. At an early date this primitive method was 
improved upon by the construction of a parrel formed of short 
vertical battens of wood called sisters or ribs alternating with sets 
of wooden spheres called trucks, pieces of rope passing through 
holes driven transversely in the ribs and in the centres of the sisters, 
the ends of these ropes passing around the yard. The parrel usu- 
ally consisted of three rows of trucks when used upon the courses 
or lower yards and of two such rows when used upon topsails. The 
topgallant, royal, staysail, and the spritsail yards were usually con- 
fined by rope parrels. 

1 2. Page 48. Greek Merchantman. The datum from which the 
details concerning several of the repairs mentioned were taken, is to 
be found in the translation of a Jewish document of about 412 B. C. 
concerning the repairs of a boat of that date. This papyrus written 
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in Aramaic, was recently discovered at Elephantine in the southern 
part of Egypt. For further reference see Mariner’s Mirror, vol. IX, 
No. 7, p. 223. The original English source is No. 26 in “Jewish Docu- 
ments of the Time of Ezra translated from the Aramaic,” by A. 
Cowley, Bodley’s Librarian, 1919. 

{ 3. Page 83. The Great Harry. Doubts have been raised that 
the Great Harry was present at Dover on the event of the embarka- 
tion of Henry VIII in May, 1521. 

Consequently, the same suggestions would cast doubt upon the 
accuracy of the Hampton Court painting by Volpe alleged to depict 
that occurrence. 

One of the main difficulties with the painting is that in the larger 
principal four-masted vessels shown (we would be inclined to say 
that they belonged to the carrack family) a square sail is shown upon 
the mizzen (third) masts, while lateen topsails are shown upon the 
same masts. 

Now the customary rig in vessels of this period having four masts 
was to carry lateens upon both the mizzen and bonaventure mizzen. 
Lateen topsails have always seemed to us to be rather apocryphal. 
Of course it is possible that some four-masted ships might have 
had square sails (courses) on the first three masts, but the weight 
of evidence seems to be against it. We have, however, followed the 
painting in this particular, because, until somebody proves the nega- 
tive (which is rather a large order) the evidence of the said pic- 
ture must be given due consideration. 

1 4. Page 92. Caravel. Jal, both in his “Glossoire Nautique,” 
Mémoire No. 6 and in his “Archéologie Navale,” sub-title, ‘“Cara- 
vella,” labours to prove that all three of the vessels of Columbus, 
the Santa Maria, Nifia, and Pinta, were caravels. He states that the 
caravel was a four-masted vessel having a square sail and square 
topsail on the foremost and lateen sails on the other three. In his 
Mémoire No. 6, p. 227 et seq., he states that Columbus changed the 
rigging of the Pinta to the square rig of a round ship (nef, carrack, 
etc.). It is submitted that there is no proof deducible from the text 
of the Spanish writers who have described the vessels of the Colum- 
bus fleet, that all were caravels. In fact, Jal admits (p. 231) that the 
admiral called the Santa Maria by the generic term, “nao.” That 
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the Santa Maria was rigged like a nef, 7. e., square-rigged on fore- 
mast and mainmast, there is no doubt, Columbus’s own narrative 
asserts it. Jal’s allegations that this vessel was a caravel are pure 
assumption. ‘There seems no good reason to doubt that the Santa 
Maria was other than the type of vessel designated by Columbus 
himself a “nao” or “nef” (ship). 


1 5. Page iso. Ketch. The English word “catch,” derived from 
cache and applied to a cargo boat, had also the meaning of chase 
or pursuit. It had gradually been corrupted into its present spelling 
of “ketch.” Such a derivation obviously rejects any eastern origin 
of the word or of the rig, while the French word cache as applied 
to a vessel does not seem to have made its appearance until long after 
the word came into use in English. 

In the 19th Century, after the more general adoption of fore and 
aft sails for pleasure craft, it was quit eusual to equip yachts with 
square sails on the mainmast in addition to the fore and aft sails on 
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the main and mizzen. The ommission of the square sails produced 
the rig, now common, which is called a ketch. It is far simpler than 
its square-rigged ancestor, but its lineage is readily traced. No 
attempt has been made to differentiate between the ketch and the 
yawl rigs. 

1 6. Page 182. Mata pible. This is really a pole mast. Such a 
spar was frequently used in vessels carrying square sails, one above 
the other. By the term pole mast is meant one consisting of a single 
continuous piece of wood, not joined together from three separate 
pieces consisting of the lower mast, the topmast and the topgallant 
mast erected one upon the other, as in the majority of square-rigged 
masts. 

A mat a pible had no round top, no spreaders, and no masthead 
cap. 

This arrangement had the advantage of permitting the upper 
yards to be lowered until they rested upon the lower yard. Thus the 
canvas could be easily and quickly shortened and stowed. Having 
no trestle trees, crosstrees, tops, mastcaps, or rigging connected with 
these fittings, such a mast was very light and well suited to some 
types of vessels. 

1 7. Page 194. Top ropes. The drisse has been sufficiently de- 
scribed in the article on the bilander where it was mentioned that 
one of the four sheeves in the sep was reserved for the top rope. 

Until some indeterminate date in the 18th Century it was the 
universal practice to carry the top ropes employed in raising and 
lowering the topmasts rigged and ready for immediate use. 

The standing part of the top rope made fast usually to an eye-bolt 
underneath the mast cap. The rope then passed down and through a 
sheeve or joue de vache at the bottom of the topmast, up again 
through a large and heavy metal-strapped block hanging from an- 
other eye-bolt on the other side of the mast-cap, thence down through 
the lubber-hole in the top-of the fourth sheeve in the step and the 
hauling part led thence to the deck or jeer capstan if the topmast 
was to be hoisted into place; otherwise, when the topmast was at the 
cap and fid was in place, there was no strain on this rope. Later, 
two top ropes were usually employed, the second passing through 
a second sheeve in the topmast foot a little higher than the one al- 
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ready mentioned. Two mast-cap blocks were also employed and the 
power was applied to each top rope by means of a tackle consisting 
of a treble and double block and its fall, hooked to an eye-bolt aft 
of the mast. 

The top rope is still employed in getting the topmast into posi- 
tion. It used to be the custom to lower the topmast when any sort 
of heavy weather was expected or experienced; later the topmasts 
were lowered only in bad storms. Since the adoption of wire rope- 
rigging it is very rarely if ever that stress of weather compels the 
striking or lowering of these masts. 

1 8. Pages 202 and 214. Ma4tdcalcet. So-called from the square 
block or head, /e calcet, with which it terminated aloft. 

These masts were heavy and short and were employed in the gal- 
leys and other vessels using lateen sails. 

The square head was pierced with several mortises in which were 
placed the sheeves through which passed the halyards and other 
ropes. . 

A stay forward of the mast was not employed. 

The shrouds which supported the mdts a calcet were different 
from those of ordinary ships. They were of two sorts, one used 
upon the galleys, set up by means of pulleys and falls instead of 
deadeyes and lanyards. The lower blocks of the said tackles were 
toggled to iron eye-bolts along the outside of the apostis. ‘This is 
what was called shrouds, galley fashion. The other sort of shroud 
used in connection with the lateen rig consisted of a pendant fixed 
at the mast head, into the lower end of which pendant was turned a 
single block. Through this passed a runner, the standing part of 
the runner was hooked or toggled to the gunwale, the hauling part 
being equipped with a four-part tackle also hooked or toggled to 
the gunwale, near the end of the standing part. This is similar to 
the tackles originally used to supplement the shrouds and for other 
purposes in regular square-higged vessels. ‘These shrouds were never 
crossed with ratlines. 

1 9. Page 243. Superstitions. Among sea-faring folk there are 
many superstitions, taboo words, and aversions. ‘The sailors and 
fishermen in certain localities are most averse to the mention of a hare 
or arabbit. It is considered the worst sort of bad luck to see this 
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rodent and it is therefore never referred to except as “a furry thing.” 
Pigs, women, and ministers are also considered unlucky objects. For 
some men, whether they be mariners or not, the second-named object 
of the trio is obviously so, but so far as the superstition goes, a woman 
is only an object of ill omen if she happens to be carrying an empty 
pail or to cross the mariner’s path. 

Ministers were proverbially unlucky. Their presence on a ship 
was claimed to bode foul weather. At sea they were never mentioned 
by name. 

One of the most widely spread superstitions was that against be- 
ginning a voyage on a Friday. 

It was also claimed that ill-chance at a launching pursued a vessel 

in its later career. And there was a curious superstition in early 
times which may account for the fact that horns were often carried 
on vessels as talismans. It was that no vessel could be successful 
unless, when it was first put into the water, there was a liberal 
attendance of cuckolds. An exaggerated and lofty name also pre- 
saged ill-fortune to the ship bearing it. And it was considered a 
fatal mistake to name a ship after an ocean or sea, as witness the 
verses appearing after the loss of the Atlantic wherein the ocean 
bearing that name is made to exclaim in wrath, “there shall not two 
Atlantics be.” 
1 10. Page 284. Muizzen. All ships carried triangular lateen 
mizzen courses until the latter part of the 18th Century. About this 
time the apex of the triangle, 1.e., that portion of the sail forward of 
the mizzenmast, was dispensed with. ‘The after or larger part of the 
sail was extended upon the upper portion of the lateen mizzen yard. 
There was no boom. (Fig. 1.) 

Then the lateen yard itself, first in small vessels and a little later 
in large ones, gave way to the gaff, sometimes moving up and down 
the mizzenmast or upon a trysail mast similar to that in use in snows, 
sometimes suspended by chains and immovable. The sails thus ex- 
tended was still called the mizzen course. (Fig. 2.) 

At some time prior to the year 1770 a sail called a driver was in 
use, but employed only when the wind was favourable. This form 
of driver consisted of a narrow rectangle of cloth, of which the head, 
spread upon a yard, was hoisted to the peak of the mizzen yard 
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(later of the gaff) and the foot was extended on a boom thrust out 
across the ship and projecting from the lee quarter. This is Fal- 
coner’s description: (Fig. 3.) Darcey Lever (1808) shows a trape- 
zoidal sail, hoisted to the peak, and with its foot extended by a boom, 
in a different form, what we would call a ring-tail, but which he 
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calls adriver. (Fig. 4.) Falconer also mentions a ring-tail, prac- 
tically as we would understand it. (Fig. 7.) 

When a boom was added it apparently caused the trapezoidal 
piece of canvas (formerly known as the mizzen course) to be called 
a driver boomsail or perhaps just plain driver. (See Steele, ‘“Rig- 
ging & Seamanship, Practice of Sailmaking,” Vol. 1, p.118). (Fig. 
5.) 

Lever says: 


The driver or spanker is now cut mainsail fashion and in this case it is spread by a 
boom. ‘The spanker acts as a large mizzen; but as the gaff is not of sufficient squareness 
to spread the head (i. ¢., is not long enough), the after part of it (the head) is bent on 
the yard. (Fig. 6). 


This is the earliest use that the author has been able to find of the 
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word “spanker,” a word now almost universally employed to de- 
scribe the lower fore-and-aft sail carried upon the mizzenmast 
of ships and barks. The spanker originally was a fair-weather sail, 
used somewhat after the manner of studding-sails, as an enlarge- 
ment of the driver and embracing partly the functions of the ring- 
tail. It is submitted that it would be more correct to refer to the 
said fore-and-aft sail, extended by a gaff and a boom, as a driver, 
the word used to describe the fore-and-aft sail on brigs, barkentines, 
and brigantines, as the use of the word “mizzen,” where it refers 
to a fore-and-aft sail, seems to be confined to a sail extended on a 
gaff but without a boom: Moreover, this latter term is liable to lead 
to confusion, because a square sail is now often carried upon the 
lower yard of the mizzenmast commonly known as the cross-jack, 
on which in early times no sail was carried. At any rate, we feel 
that the word “spanker” is now incorrectly used. 

Another form of ring-tail is shown in Figure 8 in connection with 
a mizzen trysail, This combination is now in use quite generally. 


306 


SEES 


apnea ree 
ia e2 er 


Soo 
rate 


eee, 


a 


> Rela s ist 
5 Spe saemeoe ners 
eae E Betemene bese aes 


pon e—s— a 
gi — b= 4. 


apis rs pede rr gaghs sey 
aes Tyres sa 


Se siete ts 


ee receee 


sore 


Pao 


= 


repre 


aceiotatatet state 
=< Z 


